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How to lodge a submission

Interested parties are invited to lodge written submissions via post, email or facsimile. 
The closing date for lodgement of submissions is Monday 10 May 2010.
Unless written submissions are clearly marked as ‘In Confidence’, all will be treated as public documents and will be made available on the Department of Territory and Municipal Services’ website at www.tams.act.gov.au/move/public_transport 
Postal Address:

Project Officer

ACT Taxi Industry Review

GPO Box 158, CANBERRA  ACT  2601

Email Address:

Taxiservices@act.gov.au
Phone:

02) 6207 6931

Facsimile Number:

02) 6207 7160

Foreword
The ACT Sustainable Transport Plan recognises the complementary roles of public and private transport.  Effective public transport meets equity and access goals for those who are unable to own or drive a car, including young people and people with disabilities.  It also supports those who choose to use public transport for environmental reasons. A quality taxi service is considered essential in a sustainable public transport scheme.

I am keen to see the ACT taxi industry meet the reasonable community expectations for a safe, responsive, efficient and viable taxi service.  

I don’t doubt that the vast majority of taxi drivers, operators and network personnel strive to deliver to Canberrans and visitors to our city reasonable access to taxi services that meet their needs.  Despite this, I continue to receive representations from members of the community critical of some aspects of the taxi service.  These criticisms range from long waits for taxis, poor vehicle maintenance, inadequately trained drivers, poor driver attitude, frustrations with the taxi booking systems and the high cost of fares.

On the other hand, those within the taxi industry have been critical of the role Government has played in regulating the industry, including the release of significant additional taxi licences in recent years, ineffective enforcement of regulatory standards, and lack of opportunities and incentives for the industry to innovate and deliver improved service levels.

This Discussion Paper incorporates many of the issues raised by stakeholders who commented on the draft terms of reference that were publicly circulated in August 2009.  Key issues to be explored include:

· a methodology for determining the optimum number of standard and wheelchair accessible taxi (WAT) licences;

· the renewal of leased Government taxi licences and their associated fee;

· appropriate performance measures for taxi drivers, operators and networks; 

· specific measures to improve WAT service performance; 

· capability of the taxi industry to provide taxi operators and drivers with an income that provides an appropriate standard of living;  and

· possible regulatory changes that will work to enhance the ACT taxi service. 

Any proposed changes will be critically analysed to understand the impacts on:

· competition, service levels and customer service performance;

· operator and driver viability;

· government expenditure; and

· regulatory effectiveness.
I encourage you to consider the issues raised in this Discussion Paper and invite you to lodge a written submission expressing your views on how the ACT taxi industry can provide a safe, reliable, efficient and viable taxi service.  
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Jon Stanhope MLA

Minster for Transport

PART 1  

BACKGROUND

Introduction

The Government has decided that a review is required of the ACT taxi industry to address a number of legislative issues that need resolution and to obtain the views of stakeholders on a range of other taxi related issues including, options to address aspects of the taxi industry’s performance which stakeholders have expressed dissatisfaction about, and possible changes to regulatory arrangements which may address claims by some in the industry that they are struggling to remain viable.

It is in this context that the Government sought to determine the scope of the review by inviting public feedback on draft Terms of Reference (DToR) as a basis for identifying the key issues to be addressed.  Suggested key issues identified in the DToR included:

· the supply of taxis (standard and wheelchair accessible taxis (WATs));

· the cost of taxis (standard and WATs);

· “renewal” of standard licences leased from Government;  

· operator viability;

· performance measures for standard taxis and WATs;

· changes to regulatory arrangements and/or Government initiatives which would improve WAT performance; and

· whether the current structure of the industry impedes effective regulatory response to breaches.

Industry and public responses were supportive to a large extent in regard to the key tasks and issues to be reviewed, with a number of suggested extra issues to be added, including viability of drivers to be considered as well as viability of taxi operators, and customer satisfaction survey data to be included when measuring industry performance.

Based on this feedback, the aim of the review is to comprehensively appraise the performance of the ACT taxi industry and recommend ways to improve service levels in regard to quality of service, safety for consumers and drivers and accessibility and the effectiveness of regulation in the ACT.

The Road Transport (Public Passenger Services) Act 2001 which governs the regulation of taxi services in the ACT, has an objective ‘to encourage public passenger services that meet the reasonable expectations of the community for safe, reliable and efficient public passenger services’.  Consistent with this objective, the goals the Review seeks to achieve include a taxi industry which:

· provides minimum standards of service quality in the most cost effective manner to consumers.  [Aspects to be considered include whether the current performance measures are appropriate, what the best means of measuring performance are, and the efficiency of service delivery];
· provides an appropriate level of public safety (to both passenger and driver) and consumer protection.  [Aspects to be considered include the adequacy of driver training, consumer education and measures to improve driver safety];
· provides a high level of accessibility.  [Aspects to be considered include the supply, operation and appropriate performance measures for wheelchair accessible taxis];

· is sustainable and economically efficient.  [Aspects to be considered include a review of the fare structure and possible incentives to improve performance and sustainability]; and 

· operates in a regulatory environment which does not impose unnecessary costs.  [Aspects to be considered include measures that the Road Transport Authority could take to enhance performance and viability of the taxi industry].
The review process will also consider alternative models, including models which have been implemented elsewhere, and evaluate the impacts of the various models on:

· competition and performance (ie levels of service);

· operator and driver viability;

· regulatory effectiveness;

· costs and benefits to government;  and 

· consumer satisfaction.

A copy of the draft Terms of Reference is provided at Appendix 1.  

As a number of Government Departments have a strong interest in the outcome of the Review, an Inter-departmental steering committee has been established to enable appropriate and timely input to the review.  The government agencies include Department of Treasury (DT), the Department of Disability, Housing and Community Services (DHCS), Australian Capital Tourism, Department of Justice and Community Safety (JACS), Department of Education and Training (DET), ACT Health, ACT Human Rights Commission and the Department of Territory and Municipal Services (TAMS).  
Also, given the complexity, breadth and sometimes opposing views that have been raised by respondents to the Reviews’ draft terms of reference, a stakeholder Reference Group has been established to facilitate discussion and better inform the various interest groups on the issues to be reviewed.  Membership includes representatives of the taxi industry, Canberra International Airport, Canberra Business Council, Disability Advisory Council and People with Disabilities/WAT Consortium.
These two advisory bodies have assisted in shaping this document.

Timelines
This Discussion Paper seeks detailed public submissions on the matters raised herein and has been publicly released for a 4 week consultation period.
It is anticipated that from submissions received, possible models for a preferred regulatory framework for the short to medium term and the longer term will be identified.  To assist in identifying those models the following work will also be undertaken: 
a. financial analyses of current network operations to understand viability of 
current arrangements for taxi networks, operators, drivers and consumers;
b. review of interstate arrangements for possible models, including regulatory 
frameworks and taxi industry operations, to identify what works well and the 
feasibility of adoption for the ACT taxi service;
c. financial analysis and assessment of the legal implications of models 
considered for possible adoption in the ACT;
d. holding stakeholder workshop(s) for review/feedback on model options;

e. refining viable models for possible adoption.

Following on from the above process, a draft Taxi Industry Review Report will be prepared for consideration by the Inter-departmental steering committee and stakeholder Reference Group.

A final Report will then be prepared setting out key recommendations for change for Government consideration.
Overview of the ACT Taxi Industry
Relevant legislation
The Road Transport (Public Passenger Services) Act 2001 (the Act) and the 
Road Transport (Public Passenger Services) Regulation 2002 (the Regulation) govern the operation of the taxi industry in the ACT.  The legislation provides for the:

· accreditation of taxi operators and networks that operate in the ACT;
· licensing of vehicles used as taxis;

· the provision of safe, reliable and efficient taxi services that meet the 
reasonable expectations of the community.

Minimum service standards for the provision of taxi services are set down in the disallowable instrument: Road Transport (Public Passenger Services)(Minimum Service Standards for Taxi Services) Approval 2007 and the Road Transport (Public Passenger Services)(Minimum Service Standards - Taxi Network) Approval 2007 (MSS). 
The Road Transport (Driver Licensing) Act 1999 and Road Transport (Driver Licensing) Regulation 2000 provide for the issuing of driver licences that authorise a person to drive a taxi.

The above legislation may be accessed at www.legislation.act.gov.au  

Public Transport Services in the ACT
Public transport services in the ACT are provided by government and private buses, hire cars, taxis and community service buses.  
Bus operations provide a much more efficient and cheaper transport option than do taxis or hire cars when large numbers of people require transport at the same time.  Whereas a single bus is capable of moving a significant number of people, many taxis or hire cars would be required to move the same number of passengers.

However, whereas bus services are usually constrained to designated bus routes and formal operational timetables, taxis, and to a lesser extent, hire cars, are able to provide a spontaneous on-demand flexible transport alternative characterised by customer service which is exclusive and convenient in its door to door service.
Taxi Industry Details

What is the Canberra market for taxis?  
The demand for taxi services varies throughout the year, with peak demand usually coinciding when both houses of Federal Parliament are sitting or when significant public events are held such as major sporting or cultural events, while January is when demand is lowest.  
Data in relation to work arising from hail, taxi rank and private bookings is not known to the Road Transport Authority (RTA).  The networks may have this information which if readily available would provide a more holistic estimate of the demand for taxi services in the ACT.

Geographically, the taxi industry services the area within the border of the ACT and, under a cross-border agreement with the NSW Government, the City of Queanbeyan.

It should be noted that hire cars may transport passengers under a contract (agreed fare) but cannot stand or ply for hire along a road or road related area. 
ACT Taxi Networks

(Data as at November 2009)

The three Canberra taxi networks, Aerial, Cabxpress, and Silver Service and NSW’s Queanbeyan Taxis provide taxi related services to affiliated accredited taxi service operators, including providing, either directly or through another entity, a taxi booking service.  The booking service accepts bookings for taxis from people and sends messages about bookings to taxi drivers by electromagnetic energy to equipment in taxis that can receive such messages.

Aerial Capital Group Pty Ltd.

· The network has a total of 262 accredited taxi licences affiliated with it, comprising 248 standard taxi licences, 4 conditional taxi licences
 and 10 Wheelchair Accessible Taxi (WAT) licences.

Aerial Transport Solutions T/a Canberra Silver Service,

· This network has a total of 22 accredited standard taxi licences affiliated with it.

Cabxpress Pty Ltd

· The network has a total of 44 accredited taxi licences affiliated with it, comprising 27 standard taxi licences, 1 conditional taxi licence and 16 WAT licences. 
Queanbeyan Taxis
· This network has 16 standard taxi licences and 1 WAT which may operate in the ACT.
Taxi Licence Particulars  
(Data as at November 2009)
The three types of licences (Standard, Conditional and WAT) fall into 5 categories: 
· Perpetual licences which are owned by a private entity.  There are 217 such licences.  Of these licences, 83% are leased out by the owner to a taxi operator.
· Transferable Government owned licences (300 series), which can be 
transferred unlimited times.  There are 10 such licences, each with a lease fee 
of $20,000 per annum.  All of the licence holders are involved in operating the 
taxi.
· Non-Transferrable Government licences, which can not be transferred under 
any circumstance.  However, they can be surrendered and re-issued through a 
ballot system.  There are 75 such licences each with a lease fee of $20,000 per 
annum.
· Non-Transferrable Government Conditional licences (400 series), which can not be transferred under any circumstance.  There are 5 such licences each with a lease fee of $10,000 per annum.  

Of the 90 Government leased standard taxi licences, 86 are in operation.  
· Restricted WAT licences (900 series) which are non-transferrable. There are 25 of the available 26 licences in operation, of which 15 are for single wheelchair capacity vehicles with an annual lease fee of $3,000 and 10 for dual wheelchair capacity vehicles with an annual lease fee of  $1,000.
*(Where a licence holder has multiple WAT licences, the annual fee for a single wheelchair vehicle is reduced from $3,000 to $1,000 provided 50% of the WAT vehicles operated by the licence holder are the larger dual WATs).
· Queanbeyan Taxis has 17 restricted licences which operate in the ACT under a cross border arrangement with NSW.
Key taxi industry entities 

The Act and Regulation referred to earlier, define the key entities operating in the taxi industry as follows:
accredited taxi network provider means accredited under the regulations to operate a taxi network.

accredited taxi service operator means accredited under the regulations to operate a taxi service.

accredited, in relation to a kind of public passenger service, means accredited under the regulations to operate that kind of public passenger service.

affiliated, in relation to an accredited taxi service operator, means affiliated with an accredited taxi network provider.
taxi driver means the person driving a taxi if the person holds a public vehicle licence authorising the person to drive the taxi for hire or reward.

‘taxi licence owner’ – although not defined in the Act or Regulation, the ‘owner’ of a perpetual or government leased licence is the person whose name is recorded by the RTA as the holder of the taxi licence.

‘taxi licence owner-operator’ – although not defined in the Act or Regulation, a taxi licence owner-operator is a person whose name is recorded by the RTA as the holder of the taxi licence and who is involved in the day to day operation of the taxi.

Licence Release Program - Recent History

Since the 1956 implementation of legislation dealing with taxis, the relevant Minister increased licence numbers gradually from the 1960s to 1995.  Licences were issued by ballot, with ownership vested in the holder of the licence.  

The 1995 National Competition Policy Agreement required all states and territories to review their taxi legislation and remove provisions that restricted competition unjustifiably.  The necessary concentration on National Competition Policy reforms resulted in relatively few taxi licences being issued anywhere in Australia for some time.  In the ACT, no standard licences were issued during the period 1995-2006 (although an additional 20 wheelchair accessible taxi licences were released between 2000 and 2002).  

A National Competition Policy review
 of ACT taxi and hire car legislation recommended, for taxi licences, that “licence supply constraints be removed or loosened”.  Increasing the number of taxi licences, and lowering the cost of entry to operating a taxi are the ‘loosening’ mechanisms adopted recently in the ACT.  Over the period 2006 to 2008, ninety additional standard taxi licences were issued.  The licences, released by ballot, are leased from the Government for a period of six years.  Unlike the earlier released licences, they are not privately owned, are not transferable and hence do not generate a value in the market.

Appendix 2 provides a chronology of actions taken by the ACT government over the past decade in relation to taxi industry matters.

Number and value of perpetual licences transferred over the past 5 years
	SALE OF PRIVATELY HELD TAXI LICENCES



	(calendar)

Year
	Minimum Price
	Maximum Price
	Average Price
	Number Sold Per year.

	2004
	152,000
	295,000
	253,611
	18

	2005
	240,000
	290,000
	264,547
	18

	2006
	220,000
	296,000
	280,105
	20

	2007
	270,000
	330,000
	296830
	29

	2008
	256,000
	323,000
	299,857
	8

	(Oct) 2009
	250,000
	300,000
	277,600
	10


Number of taxi operators

In relation to the 217 perpetual licences which are owned by a private entity, 36 are operated by the owner of the licence, with the remaining leased out by the owners to accredited taxi operators.  The RTA records indicate that there are 50 operators managing more than 1 taxi licence. 
In regard to the 90 government leased licences, there are 6 operators managing more than 1 licence.  Of the 25 WAT licences in operation, 9 are owned and operated by a sole operator with each of the remaining 16 operators operating only one taxi each. 
Number of active taxi driver licences

A snapshot of taxi driver licences on issue each September for the past 5 years is presented below.  The data shows that between 2005 and 2008, the number of taxi driver licences was relatively constant, but that the number held in 2009 reflected a 14% increase over the number held in 2008.  It should be noted however that some people who hold a taxi licence are not actively involved in driving a taxi but choose to retain the ‘T’ condition on their licence.

	2005
	2006
	2007
	2008
	2009

	1,127
	1,068
	1,059
	1,109
	1,263


Number of annual network standard taxi hirings  - 2006/07 – 2008/09
The data below for both standard taxis and WATs hirings does not include jobs arising from taxi ranks, hail or private bookings
	Total Yearly Standard Hirings

	Financial Year
	Yearly Totals

	2006 - 2007
	1,264,819

	2007 - 2008
	1,208,903

	2008 - 2009
	1,305,930
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Number of annual network WAT taxi hirings  - 2006/07 – 2008/09

	Total Yearly WAT Hirings

	Financial Year
	Yearly Totals

	2006 - 2007
	10,414

	2007 - 2008
	12,840

	2008 - 2009
	13,756


[image: image3.emf]Total Yearly WAT Hirings Yearly Totals

0

2000

4000

6000

8000

10000

12000

14000

16000

2006 - 2007 2007 - 2008 2008 - 2009

Financial Year

Number of Hirings

Total Yearly WAT Hirings Yearly

Totals


Level of Customer Satisfaction
The last taxi customer satisfaction survey was conducted in 2006.  While the information is dated there was a discernible trend in declining satisfaction with taxi services over the period 2004 – 2006, in particular taxi response times and taxis failing to arrive.  In regard to WAT service, user satisfaction increased between 2005 and 2006, however, overall satisfaction with taxi services was lower for WAT users than for standard taxi users.
Since 2006 the following significant changes have occurred:

· Cabxpress entered the market establishing itself as the second major network;

· ongoing remedial work to Aerial’s Automated Speech Recognition system to address customer dissatisfaction with network phone booking service;
· ninety government leased plates were released into the market;

· an increase in the number of WAT vehicles operating in the industry.

In 2008, a comprehensive survey of people with disabilities was conducted to ascertain their view of ACT public transport services.
  Key findings were that there were improvements in taxi services, including the increase in standard taxi and WAT numbers, the introduction of another taxi network and a positive and helpful attitude displayed by some drivers.  However, dissatisfaction with the taxi service included unsatisfactory WAT response times, poor driver attitude and lack of awareness of the rights and needs of people with disabilities, difficulties encountered with the automated booking system, inadequate response to complaints and the complaints process.
Last year, 83 formal complaints about taxi services were lodged with the RTA, 19 representations made to the Transport Minister in the first 9 months of 2009, and approximately 400 complaints were lodged with the taxi networks.  The RTA also receives written and phone complaints, which because verifiable information cannot be provided by the complainant, eg. taxi number or taxi network, are not able to be investigated.
The circumstances described in some complaints about WAT services raise serious concerns for the safety of clients using these taxis, including for example, wheelchairs moving in the vehicle due to not being properly secured and people waiting lengthy periods for the WAT, sometimes at isolated office buildings or in poorly lit venues at night.
PART 2
ISSUES FOR DISCUSSION

Key Issues for Review
Many of the issues provided in response to the Review’s draft terms of reference, which were publicly released in July 2009, have strong inter-relationships and as such the paper has attempted to consolidate comments into core areas of concern.  These core areas are:
1. The ideal structure of the taxi market and feasible options on how to move towards that structure;
2. A methodology for determining the optimum number of standard and WAT taxi licences;

3. Ownership model for future taxi licences;

4. The ‘renewal’ of standard leased Government taxi licences;

5. The cost of taxi licences (standard and WAT);
6. Fare structure;

7. Operator and driver viability;
8. Performance measures for standard taxis and WAT taxis; 

9. Possible regulatory changes that will work to enhance WAT service;
10. Regulatory arrangements – existing and possible changes;
11. Other issues.
To provide the reader with an insight into the views of respondents to the draft terms of reference, responses have been summarised, collated and provided as a preface to discussions on the relevant core issue.
1
Ideal Competitive Taxi Market Structure 

It is generally agreed that governments should only intervene in a market where there is a clear market failure.  Currently the Government regulates the taxi market by placing a quota on the number of taxi licences issued and regulates taxi fares through disallowable instrument.

A competitive market generally results in consumers receiving a level of service which is acceptable to consumers at a lower price relative to a regulated market. The OECD completed a substantial review of taxis services in 2007 which can be found at http://www.oecd.org/dataoecd/49/27/41472612.pdf  The key points outline that restricting competition in the taxi industry is unjustified and results in a less than optimum result for consumers and the overall market.  In fact, the fixed fare price actually hurts those who the restricted market is attempting to protect (those from lower socioeconomic populations).  This result is aligned with the Independent Competition and Regulatory Commission’s findings in its June 2002 Review into the Future Direction of the ACT Taxi and Hire Car Industry which states that at 2002,  the direct cost of regulation, as reflected in the ability of plate owners to lease plates, added around $2.70 to an average fare of $15.17.  The OECD Report outlines evidence from other jurisdictions that removing the cap on licences improves consumer welfare.  It is important to note that removing the cap on the number of licences does not mean removing the current regulation in place to protect consumers and ensure driver safety.

1.2
Competitive Taxi Market Structure Options

There are four broad options available to regulate the taxi market.  Under each option additional policies could be implemented to ensure the intended policy outcome.  For example, Option 2 could be implemented in conjunction with another policy to create the incentive for more WAT drivers and Option 4 could be implemented in conjunction with another policy to ensure the market remains stable. Each option should be analysed using the Regulatory Impact Statement framework.
1.  Maintain the cap on the number of licences and a maximum fare price.
This is the current market structure and as stated earlier, it can be argued that the current market structure does not result in the best outcome for consumers. 

2.  Remove the cap on the number of licences and maintain a maximum fare price.
This option would remove the cap on licences while maintaining a maximum fare price.  This option aligns with Recommendation 5 of the Independent Competition and Regulatory Commission’s June 2002 Final Report – Review of the future direction of the ACT taxi and hire car industry, and price direction for taxi services which states that a maximum taxi fare regulation be maintained during a three year period following the introduction of deregulation.  Maintaining a maximum fare price would offer some stability for industry and reliability to consumers.

3 Remove the maximum fare price and maintain the cap on the number of licences.
This option would remove the maximum fare price and maintain the cap on the number of licences. This option has the potential to favour drivers and operators at the expense of consumers by restricting the number of competitors and allowing fares to increase.  

4.  Remove the cap on the number of licences and remove the maximum fare price.

Removing the cap on licences and removing the maximum fare price would offer competition and choice to consumers.  However, Ireland’s experience in removing the cap on licences found that there was still a need for fare and quality regulation.

2
Optimum Number of Standard and WAT Taxi Licences
The question posed in the draft terms of reference was ‘should there continue to be caps on licence numbers and, if so, what should determine/trigger the release of additional licences’.
Aspects specific to this issue for consideration include:

a) Should there continue to be a cap on the number of taxi licences?

b) how many taxis are required – how should this be determined?

c) what should be the release mechanism?

d) should peak licences be part of the mix?

Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to determining a methodology for the release of standard and WAT taxi licences into the ACT taxi market.  These comments have not been verified for accuracy.
· Need to objectively determine no of taxis and address peaks in demand.
· Current number of taxis should be capped.  Add more through small increments based on appropriate trigger for release, noting fluctuations in demand.
· Currently there is an oversupply of taxi – little work in off-peak – significant income drop.  Link supply to population growth and health of economy.

· Release 100 more plates immediately (25/quarter), with 20/yr thereafter - based on pop growth and business needs. 

· Airport passenger growth forecasts – 5% in 2009/10; 8% 2010/11 and 6% in 2011/12.  The Airport Master Plan provides a 20 yr forecast growth which would provide a good indicator on the growth required in taxi plate numbers and other infrastructure into the future.

· Explore potential for peak hour plates for use at particular locations and times.

· A method needs to be developed for the release of licences which serves the community under all conditions eg fluctuations.
· The issue of new plates should be based on statistical models based on a long enough period so that seasonal variations do not affect the results.

2.1
Release of unlimited taxi licences into the market

As mentioned earlier, in response to the National Competition Policy review of ACT taxi and hire car legislation, licence supply constraints were “loosened ”with the introduction of 90 government leased plates over the period 2006-2008.  A further step along the path to deregulation would be to allow an unlimited number of licences to operate in the taxi market.
Removing the restriction on the supply of taxi licences would do away with a barrier for new operators wanting to enter the market and allow for further competition which may result in increased customer satisfaction.  

There has been representation which suggests that deregulation may cause significant de-stabilisation of the industry and adversely impact on the potential income levels of existing operators and drivers if there were no other policy responses to ensure a stable market.  Perpetual licence values would reduce significantly which would create hardship for those who may have borrowed significantly to purchase their licence. 

However, the 2007 OECD report of taxis services referred to earlier, [http://www.oecd.org/dataoecd/49/27/41472612.pdf] provides evidence which suggests that there are mechanisms to deregulate the market which do not result in a collapse of the market.  
Q 1 - Is there support for removing the cap on the number of taxi licences that may operate in the industry?

2.2.
Standard taxi licence numbers based on population growth and peak demand
Are there enough standard taxis in service at the present time to satisfy community demand?  How should the optimum number of taxi licences be determined?
Appendix 3 provides a jurisdictional comparison of taxi licences per head of population.  For standard taxis plates, Canberra is shown to have less taxi plates per head of population than Perth, Sydney and Hobart, but more than Melbourne, Brisbane, Adelaide and Darwin.  However, WA, NSW and Vic also have peak hour plates to supplement the standard taxi licence fleet.  When these are factored into a comparison of the number of taxis per head of population to service peak periods, then Canberra (1:1125) is shown to have less than Perth (1:912), Sydney (1:936), Hobart (1:914) and Melbourne (1:1036). 
In comparing the proportion of WATs to standard taxis in the taxi fleet, most jurisdictions have a greater number of WATs per standard taxis than Canberra, with the exception of Perth and Melbourne.  However, if the 5 conditional taxis that are able to carry a single wheelchair are included, the ACT comparison improves slightly to move ahead of Adelaide.
There are claims, particularly by business segments in the community, that the taxi industry is failing to provide a satisfactory level of service and that visitors are being forced to rely on other means of transport.  This is especially the case at times of peak demand, such as parliamentary sitting weeks and when large sporting or cultural events are being hosted.
Advice provided to this review from some stakeholders, whose prime interest is in visitor arrivals to Canberra for business and leisure activities, is that a reliable and efficient taxi service to support these activities is critical to the well being of the local economy and delivery of quality tourism experiences for these visitors.  Long delays for taxis generate negative impressions of the transportation services in the Territory which can translate into visitors being less inclined to take the opportunity to experience the many attractions that are on offer in Canberra.  This in turn leads to reduced tourism dollars and likely reduced interest in repeat visits.
There was a level of consensus in stakeholder responses to the draft terms of reference that an objective methodology is required to facilitate the injection of additional taxi licences in the market when demand requires.  The view was that a methodology for the release of plates that is predictable will assure a level of stability for the industry and may encourage new participants to the industry and existing players to continue in the industry.
Most suggestions were for a model based on an agreed formula which incorporated factors associated with growth in population and the economy and other events which cause increased visits to the ACT.  

The population growth factor can be readily determined through ABS data.  Other inputs for the suggested model are not as easily measured.  The Canberra Airport’s 2009 Master Plan forecasts annual passenger growth of 4.2% over the 20-year life of the Plan with 7.25 million passengers expected to pass through the airport in 2029/30, including over 350,000 international passengers.  Direct international flights to Canberra are expected to commence in 2010.  The Tourism and Transport Forum also has Canberra visitation data which give an insight into the level of fluctuation in visitor numbers caused by special business, sporting and cultural events.

Q 2 – Would a standard taxi licence increase mechanism, based on an agreed formula, which incorporates population growth and other factors which cause surges in demand, provide an appropriate method of judging when additional licences are needed to be released into the market?

Q 3 - What data inputs are appropriate/necessary in such a model?

Q 4 - Is it feasible to benchmark Canberra taxi licence numbers as a % of population against cities of similar size, given the unique characteristics of individual cities and their influences on transport demand?  

Q 5 - What methodology could be adopted to determine when additional WAT licences are needed to be released into the market? 

Opposing views have been expressed which contend that there are too many taxis in the Territory.  The taxi industry has claimed that demand for taxi services has been in steady decline over the past 15 years.  Industry sources advise that taxi meter activations data substantiate this claim.  However, the reported annual network standard taxi booked hirings data shown on page 14 for the period 
2006/07 – 2008/09 suggests growth in 2008/09 hirings over the previous 2 years.  For WATs, the data suggests that there has been a steady increase in patronage over the
3 year period.  
Prior to the October 2008 release of the last 25 of the 90 government leased standard taxi licences, performance data indicated that the taxi industry was failing to satisfy the performance measures in the MSS in regard to customer waiting times for booked services.  However, the network data reported for the period February 09 to 
December 09 shows that the required performance standard for this measure has been achieved, perhaps suggesting that the injection of the last 25 licences was what was required to help the industry attain the prescribed waiting time measure for booked services.

It is not clear whether waiting time data for the various taxi ranks around Canberra is, or can be collected/monitored by the taxi networks.  This lack of data results in an inability to determine the level of demand and the level of service provided to taxi rank clients, particularly the waiting time experienced by these people.  
Q 6 - How is demand for hirings at taxi ranks identified/monitored at present?
Q 7 - What evidence is there that the level of demand for taxi hirings has increased or decreased in recent times?

Q 8 - How important is taxi waiting time information for ranks as an input to help determine the level of demand for taxi services?

2.3
Standard taxi licence numbers based on operational performance 

Another method that could be considered appropriate for initiating the release of additional plates into the market is to establish an agreed waiting time standard which would be the major indicator of how well the industry meets community demand for taxi transport.  If the agreed peak hour waiting times are not achieved over a pre-determined period of time, it would be considered a key indicator that there are not enough taxis in the industry to service the demand.  An additional complementary indicator would be one which records total jobs booked with the networks and the number of jobs where no service was provided over the same pre-determined timeframe.  Trends identified from this measure will provide an indication of growth in demand and the ability or otherwise of the industry to service that demand.

The available waiting time data is limited in that it covers booked hirings only (not rank work or private booking data), and does not indicate ‘no shows’ (ie when a taxi fails to arrive for a booked hiring).  Therefore, while the data provides a valuable indication of changes in waiting time performance over time, it does not provide a comprehensive picture of overall demand, including demand that is suppressed due to poor service, nor how well industry is meeting overall demand, at any particular time. 
Feedback from taxi users would also provide a valuable indicator on whether the taxi industry is meeting community expectations.
Q 9 - Is a taxi licence release mechanism based on the industry’s ability to meet performance requirements a suitable model?

Q 10 - Would inclusion of performance data, together with population and visitation growth data provide a more robust model?
Q 11 - What impact, if any, would the introduction of new licences into the market under a licence release formula have on perpetual licence values and income levels for drivers and operators?

2.4
Determination of WAT licences based on demand
There are currently 25 WAT taxis operating in the ACT out of a possible 26.  Data from the taxi networks in relation to WAT booked services show that the networks are achieving the waiting time measure for these services in the peak periods but not in the off-peak. 
It is difficult to determine if 26 WAT licences are sufficient to meet demand for WAT services as there is not a clear picture of the level of demand in the community.  For example, taxi networks are bypassed by people arranging private bookings direct with WAT drivers.  These jobs are not always recorded in the network data.  
In any determination of an appropriate number of WATs to service demand, it should be noted that during school holidays, demand for WATs drops significantly as there is no requirement to transport pupils with disabilities to schools.  It is claimed that this downturn in demand adversely impacts on operator and driver income.

What is known from the information supplied by the networks is that many WATs perform a high percentage of standard taxi work which may suggest that many operators/drivers are giving this work preference over the work for which the WAT licence was issued.  This particular issue is discussed in Section 8.2.
It can be anticipated that personal mobility issues will increase as the percentage of the frail aged population grows, thus leading to a greater demand for WAT services.  (An aging population will also impact on standard taxis as more older drivers ‘retire’ from driving and rely on bus/taxi transport to meet their needs). 
It has been suggested that a methodology is needed to gather WAT consumer data, including the number of power and manual wheelchair users in the ACT, frequency of use of WATs, an acceptable ratio of single and dual WATs for power wheelchair users and the level of demand to and from the airport.

The collection of the suggested WAT consumer data mentioned above may enable key performance indicators to be determined, from which decisions can be made on the appropriate number of WAT licences to service community demand.

Q 12 - What data is needed to provide an accurate picture of the demand for WAT services?
Q 13 - How useful would the customer profile information held by the taxi networks be in compiling an accurate assessment of the demand for WAT services?

Q 14 - What would be the best method for gathering all relevant data?

Q 15 - What would be an appropriate method for determining an appropriate number of WATs to service demand?

2.5
Peak service licences to address periods of high demand
Victoria introduced peak service licences to address the shortage of taxis in periods of high demand.  These taxis operate between the hours of 3pm and 7am every day, and for 24 hours during nominated special events such as the Australian Formula One Grand Prix and the Melbourne Cup.  No compulsory hours of operation is required.
Over a six year period from 2003, six hundred of these licences were issued in annual tranches of 100 in equal number to taxi drivers and operators.  Drivers had to have had at least five years of ongoing taxi-driving experience and operators needed to have at least twelve months operating experience.  The licences are non-transferable and non-assignable.
The scheme afforded experienced taxi drivers, who could not otherwise afford a taxi licence, with the unique opportunity to become their own boss and operate their own business.  Having such an opportunity encouraged experienced drivers to remain in the industry.

To aid compliance, the peak hour taxis are distinguished by the suffix ‘PS’ on their number plates and have distinctive green roofs.

Typically, the cost of a peak service licence is lower than a standard taxi licence.  In Victoria, the annual fee for a conventional vehicle is $6,265 and for a hybrid vehicle (eg. Toyota Prius) $765, with fees indexed annually by CPI.  The hybrid vehicle fee is set deliberately low to encourage uptake of these environmentally friendly vehicles.
In Western Australia, peak hour taxis operate between 5pm and 6am on Friday/Saturday nights, with optional operating hours set out on a schedule produced annually.  The fee for these licences is $50 per week.

In terms of addressing peak hour demand, it is reported that there has been a marked reduction in the number of booked jobs not covered (JNC).  In the September Quarter 2007, JNC was at 6.2%, in September Quarter 2008 JNC fell to 3.6% and in September Quarter 2009 fell further to 1.8%.
Q 16 - Should the introduction of peak hour taxis be considered to enhance the capacity of the taxi industry to service demand in peak periods?

Q 17 - How would an appropriate number of such licences be determined?

Q 18 - What impact would the introduction of peak service licences have on the viability of existing taxi operations?

Q 19 - What factors need to be considered in determining a lease fee for peak service licences?

Q 20 - What operating conditions would be applied to such licences, including what periods over the course of a day/week they would operate and any limitation on the type of work that can be undertaken, eg limited to rank and hire work?
Q 21 - What are the financial considerations for the viability of operating such licences?

Q 22 - Instead of peak service licences, would more high-occupancy taxis (HOTs) provide some relief in waiting times at the airport rank and other high use ranks?  See discussion regarding HOTs in Section 8.5.
3
Ownership Model for Future Taxi Licences
Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to this issue.  These comments have not been verified for accuracy.
· Limit the number of perpetual plates to individuals – particularly interstate investors who have no interest in the performance of the taxi industry.  Where large numbers are held, management is difficult – eg ensuring all shifts are filled, especially in peak hour, difficulties arise where there is a high turnover of drivers due to poor remuneration.  Consider applying an annual fee on interstate investors to encourage them to sell to locals who would have a vested interest in a quality taxi industry. 
· Plate investors are making a good return on investment while operators of leased plates struggle.
In 2006, the ACT Government determined that no more perpetual taxi licences would be issued.  Government non-transferrable leased plates were introduced to facilitate entry into the taxi industry by those who could not afford the outlay of $250,000 -$300,000 to purchase a perpetual licence and to address the concern that a large proportion of perpetual licences were owned by interests located outside the Territory.

The policy basis for introducing the non-transferable aspect of the government taxi licences was to prevent an operator, to which a licence was issued, from subleasing the licence to another operator, thereby generating a revenue stream without the need to be involved in the operation of the taxi service, as is the case with the majority of perpetual licence holders.  By eliminating the option to transfer the licence, the operator, to maximise profit, needs to ensure that the taxi operates in an efficient and professional manner, to the benefit of the community and the taxi industry generally.  The non-transferable condition also acts to prevent the taxi licence becoming a tradable commodity as is the case with the perpetual licences, which overtime would see the value of the licence increase and become a barrier for aspiring taxi operators wishing to enter the market.

There are 106 non transferable taxi licences on issue at the moment, comprising 26 WAT licences and 80 of the 90 government leased standard licences issued between 2006 and 2008.

Two issues related to WATs are the non-transferable aspect of these licences and the number of such licences an operator should be allowed to hold.
Under present requirements, if a person who holds a number of taxi licences which are non-transferable were to suddenly withdraw from the industry (including due to ill health or death), the licences are required to be returned to the RTA immediately and the taxis taken off the road.  The legislated process for re-issuing these licences back into the community through a ballot may take up to six months.  This would have a significant impact for people with disabilities if the licences held were WAT licences.
Q 23 - Should the non-transferable condition on future releases of government leased plates continue?
Q 24 - If so, what appropriate arrangements can be put in place to allow for the taxis of a lessee, who suddenly withdraws from the industry or dies, to continue to operate until a replacement operator can be determined?  
Q 25 - Should a restriction be placed on how many government licences, or the proportion of the fleet, an individual operator may lease?

Q 26 - If operators of multiple licences are poorly managing the day to day operation of their fleet, what measures would be appropriate to address this issue?

There have been suggestions that operators of the non-transferrable government leased licences should be able to build up equity in these licences.  The argument for this is that in providing an opportunity for operators to build a business, it creates a commitment to service and an incentive to remain in the business, which will benefit the industry and consumers through the retention of the expertise (knowledge, training and understanding of the industry) built up over time.  It should be noted however that 83% of the perpetual (private) licences on issue are not operated by the owners of these licences ie. 181 of the 217 perpetual licences are leased out to a taxi operator who has no equity in the licence.
Q 27 - Are there any benefits to consumers or the taxi industry in the government maintaining the capital value in the taxi licences held by private individuals?

Q 28 - Subject to an equity model being canvassed in this Review, what would a feasible model for equity look like?
Q 29 - Would the equity model undermine the purpose for which the government non-transferrable leased plates were introduced in the first place – namely to facilitate entry into the taxi industry by providing access to low cost affordable taxi licences?

There have been concerns expressed about the high number of licences that are owned by investors, some of whom reside outside the ACT.  The view expressed is that these people do not have a long-term commitment to the industry and are only concerned with return on their investment, whereas taxi licence holders who actively participate in the taxi industry are likely to have a more direct interest in the well being and performance of the industry.  
Western Australia has implemented a scheme to encourage licence holders to be more directly involved with responsibility for the operation of their taxi, including by requiring the licence holder/operator to drive the taxi for a minimum number of hours per week.  

While this may assist with encouraging greater industry participation by licence holders, and contribute to addressing the problem of driver shortages, it would also limit the scope of operators to operate several vehicles as there would be a limit on an operator’s availability to meet his/her driving requirements for each taxi.  RTA records indicate that there are 6 accredited operators holding more than one government leased licence.  One operator holds 12, nine of which are WATs, three operators hold 4 licences each and two operators hold 2 each.  The RTA has found that some owners of multiple taxi licences have struggled from time to time to satisfy the conditions of the licences they hold, primarily in regard to requirements relating to regular licence payments, vehicle maintenance and general vehicle appearance. 
Q 30 - Should future licence releases require an operator to also drive the taxi for a specified proportion of time?

Q 31 - Should the renewal of existing government licences require an operator to drive a taxi for a minimum number of hours per week, and if so, how should operators of multiple licences be dealt with?
Q 32 - What tangible benefits could be expected from an operator/driver requirement?

Q 33 - How would compliance with such a requirement be monitored?

4
Renewal of Standard Government and WAT Leased Taxi Licences 
Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to this issue. These comments have not been verified for accuracy.
· Standard taxi leases should be the same as for WATs where the operator has demonstrated a sound capacity to manage the taxi licence.

· Licences leased by Government should be renewed to the same operators otherwise the skills and expertise will be lost from the industry to the detriment of the community.
· Renewals should be permitted for all types of taxi licences and fee set at original cost of licence.

· An opportunity exists to overhaul the ACT taxi industry with the expiry of the leased licences.  Proposes a 10 year time frame to implement suggested changes which include:


-
withdrawal of concessional licences - 400 and 900 series plates - all leased 
plates available at the same lease rate;


-
all taxis to eventually be accessible – 50% large (to carry electronic 
wheelchair) and 50% Tarago style WATs.  This will ensure that most of the 
population’s travel needs, abled and disabled will be met – and removes the 
option for the public to refuse a ride in a WAT.
Although legislation provides that the holder of a WAT licence may apply to the RTA for renewal of the licence, it is silent on the process for extending the life of the 90 government leased plates beyond their fixed term.  The table below provides details of when the various licences are due for renewal.
	
	2011
	2012
	2013
	2014
	2015

	WAT
	3
	6
	5
	12
	-

	Conditional
	-
	-
	-
	1
	4

	Standard
	-
	15
	17
	32
	20


This Review needs to deal with this issue and create some future certainty for current operators.  Options include:

· Allowing the current licence holders to renew the licences under the same or different conditions, subject to the taxi operator continuing to satisfy the requirements to operate a taxi.  In this regard, prior to renewal, consideration would be given to the operator’s performance and compliance with standards and licence conditions, licence payment requirements and audit outcomes.

The merits of this option are that it provides continuity and stability for taxi operators and the industry providing an incentive to invest in capital.  The Road Transport (Public Passenger Services) Regulation 2002 will need to be amended to clarify this process.  

· Conversion of some of the licences to peak hour licences to reduce the number of taxis vying for the limited work in the off-peak;

· Conversion of some of the licences to WAT licences to address the reported poor level of service provided to people with disabilities.  By increasing the number of WAT vehicles in the fleet it will increase the ability of the taxi industry to meet its obligations to provide equivalent waiting times as required by the Disability Standards for Accessible Public Transport 2002.
· Limit the number of renewed licences an individual operator can hold.  (Refer to the previous section for discussion on this point).

Q 34 - Should the current operators be allowed to renew the licences under the same or different conditions, subject to the taxi operators continuing to satisfy the requirements to operate a taxi?
Q 35 - Given the claims by operators and drivers that there are too many taxis operating in the off-peak, resulting in reduced income levels, is conversion of a percentage of the licences to peak hour licences an option that would improve industry performance and viability?
Q 36 - If analysis supports the proposal to convert a percentage of the government leased licences to peak hour and/or WAT licences, what process should be applied?
Q 37 - What impact would conversion of a percentage of the government leased licences to peak hour and/or WAT licences have on current licence holders?

Q 38 - How much notice should be provided to the current government leased licence holders of any new arrangements?
5
The Cost of Taxis Licences (Standard and WAT)
Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to the cost of standard and WAT licences.  These comments have not been verified for accuracy.
· Annual licence fees should be reduced or remain at current level.  Actual earnings per taxi have reduced significantly.
· Cost of a taxi licence is a significant cost and affects viability.  

· The supply and cost of taxi licences could adversely impact on operator viability.

· Do not support increase in lease fees – supports renewal of leased licences on same conditions as WATs.
· Cost of a taxi licence is a significant cost and affects viability.  Government needs to identify what the fee covers, including what is provided by Government so all parties understand how/why the fee is set at a particular level.  Suggests a licence fee of $1,500, but not exceeding $5,000.
National competition policy supports measures to remove barriers to opening up the taxi market to new entrants.  Prior to the introduction of the government leased plates in 2006, a person wishing to enter the market would need to purchase an existing taxi licence, which in 2006 was valued at around $280,000.  Clearly this deterred many who aspired to operate a taxi business.

It was recognised that setting a taxi licence fee at a nominal level to provide ease of entry into the market would have a destabilising effect on the whole industry.  Owners of all existing licences in the market place would see the high value of their investment in their taxi licences collapse with the likely result that many would withdraw from the market.

With these considerations in mind, a balance was struck whereby the government maintained ownership of new licences released to the market and charged a lease fee of $20,000 which was a little below the 2006 market rate for a perpetual licence lease.  This created an opportunity for people, who would otherwise not have the financial resources, to enter the market and at the same time preserved the value of the privately owned licences.

As the proportion of taxi licences leased from the Government grows (currently at 35% of the total fleet), the effect of the Government’s lower lease fee will be to effectively place a cap on the private lease fee and stabilise licence values.  Any reduction in the current government licence fee will have the effect of placing downward pressure on lease fees charged by owners of the privately held licences.
Factors that are relevant in determining what an appropriate lease fee is for the Government taxi licences include:

· Public demand for plates - The RTA continues to receive frequent enquiries from members of the public wishing to lease a government taxi licence.  This would suggest that people wishing to enter the taxi industry consider the current fee not to be an obstacle to operating a taxi business.
· Consistent treatment with other Government fees and charges - Government fees and charges are generally adjusted in line with the annual wage price index (WPI). 

· The impact of the fee on a taxi business - Comments from taxi operators are that the current lease fee is a large impost on their business which impacts adversely on their bottom line and ability to earn a reasonable profit.
· The government licence/private licence relationship - A reduction in the government leased taxi licence fee has the potential to adversely impact on the income stream of owners of the privately held perpetual licences as they may have to lower the lease fee for their licence to compete with the government lease fee.  Conversely, an increase in the government licence lease fee provides an environment where the private licence holder can demand a higher lease fee for their licence.
Other jurisdictions which lease standard taxi licences include Western Australia ($13,000 pa-metro), Northern Territory ($17,600 pa-metro), and Victoria (peak-hour licences only - $6,265pa or $765pa for hybrid vehicles).  Media reports of proposed reforms to the New South Wales taxi industry in 2010 have indicated the government may charge an annual lease fee of $27,000 for new standard taxi licences, which is reportedly on par with the lease fee currently applied to a perpetual licence.
Q 39 - What factors should be taken into account in determining a lease fee to apply to government taxi licences?

Q 40 - Is it appropriate that any fee determinations on government taxi licence leases take into account the equity issues related to privately held taxi licences?

Q 41 - Should the fee be subject to annual adjustment (eg. CPI or WPI) like other ACT Government fees and charges or should some other method be established to determine the annual lease fee for the government taxi  licence?
Q 42 - What information are private licence owners and lessees of government plates able to provide to support a case for a change in the government licence lease fee?

6
Fare Structure
Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to the taxi fare structure.  These comments have not been verified for accuracy.
· To ensure the maximum number of taxis at peak time, introduce a new fare structure similar to hire car industry – ie higher rate during peak 8-10am and 3-5pm weekdays. This would compensate for low returns in off-peak.
· Fares and network fees need review.  The network component of fares has been artificially suppressed for a number of years, meaning operators are not getting the full cost of network fees back through the fare structure.  

· Pricing and fare structures need to recoup all costs associate with the taxi industry including provision of commissionaires, staff training, etc.  Better to offer subsidies than restrict fares to an “acceptable” level.  

· Open the fare structure to review and introduce greater leeway into fare pricing to allow for optimal responsiveness to demand during peak hours.

· Fares are too expensive for users, particularly for pensioners.
The following fares apply for 2009 – 2010
Flagfall:


Ordinary Hiring 
$ 4.40

Multiple Hiring
$ 3.30

Maxi-cab Hiring
$ 6.40

Waiting Time
$49.50 per hour
Rates:
Rate 1 
$1.75 per km

Rate 2 (set at 1.15 times rate 1)
$2.01 per km

Rate 3 (set at 0.75 times rate 1)
$1.31 per km

Rate 4 (set at 1.15 times rate 3)
$1.51 per km

Rate 5 (set at 1.5 times rate 1)
$2.62 per km

Rate 6 (set at 1.15 times rate 5)
$3.02 per km

Rate 7 (set at rate 1 + 90%) 
$3.33 per km

Rate 8 (set at rate 2 + 90%)
$3.82 per km
A full description of the fare schedule is available at www.legislation.act.gov.au  
The relevant document is:
Road Transport (Public Passenger Services) Maximum Fares for Taxi Services

Determination 2009 (No 1)  Disallowable Instrument DI 2009-145.
A comparison of ACT taxi fares with those of other jurisdictions is provided in Appendix 4.

The comparison of ACT taxi fares with those of other jurisdictions was not a straight forward exercise as there are quite a range of jurisdictional specific variables that are applied in the fare structures.  Briefly, the ACT:
· appears to have the highest daytime flagfall rate for single hirings, but this may not be the case late at night or early morning;
· has the 3rd highest daytime/early evening per kilometre rate;

· has the 2nd highest multi-hire flagfall daytime rate, along with Tasmania,Queensland and Western Australian apply significantly higher night rates;
· has the lowest multi-hire daytime/early evening per kilometre rate;

· has the highest High Occupancy Taxis (5+ passengers) flagfall, with South Australia and Queensland having comparable rates only at peak hour;
· appears to have the highest High Occupancy Taxis (5+ passengers) per kilometre rate;

· has the 2nd highest standard waiting time rate;
· does not apply a booking fee, although there are four jurisdictions that do.

While some costs of running a taxi operation would be similar to those in other jurisdictions, given the small size of the ACT taxi industry compared to the larger cities, higher costs within network operations could be assumed due to diseconomies of scale. 
Taxi fares are determined using the Taxi Composite Cost Index (TCCI).  A similar methodology is used by the majority of jurisdictions to determine taxi fares.    In deciding on an appropriate fare structure, the TCCI takes account of the following 10 components:
· Labour Costs,  Interest (Return on Investment),  Network Fees,  Insurances,  LPG,  Vehicle costs (weighted average of 8 Capital Cities)’  Repairs and Servicing,  Tyres,  Registration and Third Party’  Administration and Other (includes phone, electricity, bank charges, accountant’s fees, home computer and software, uniforms, office and miscellaneous expenses, car washing, accreditation, driver licence/medical, gas leak certificate, NRMA membership).
· The ACT’s low density urban form results in a higher level of ‘dead running’ than in the more densely populated cities.  This aspect is also taken into consideration in fare determinations.
To achieve a fare increase for the taxi industry the following process applies:
· industry makes a draft submission using the accepted Taxi Composite Cost Index;

· the RTA, using an independent consultant, assesses the data and calculations provided by industry;

· the new fares are determined by the Minister under the Road Transport (Public Passenger Services) Act 2001; and

· industry prepares in-vehicle price stickers and taximeters to use the new fares from the agreed date of application.

The TCCI model was initially established for the years 2004-07 by the Independent Competition and Regulatory Commission (ICRC).  At that time the ICRC considered that the model would need to be reviewed in 2007 as weightings adopted in the model would be influenced by any changes in the economy, regulation, legislation or taxation.  Exposure to one-off exceptional circumstances has the potential to compromise the accuracy of the index to calculate changes to fares.
Changes to the ACT taxi industry since the TCCI was established include the introduction of a second taxi network, government release of 90 leased taxi plates, removal of the taxi marshalling service at the airport, the cross-border arrangement which allows Queanbeyan cabs to operate in the ACT and the impact of the Global Financial Crisis (GFC).
In the case of the GFC, it was recognised in the latest fare determination that the Reserve Bank’s decision to significantly reduce interest rates would distort the interest component in the model.  The influence of this one-off occurrence was tempered to ensure that there was not an unjustified reduction to any fare increase.  
It is proposed to review the TCCI given the ICRC views and the issues raised by the taxi industry as part of this review.

Q 43 - What changes are considered necessary to the Taxi Composite Cost Index (TCCI)?
Q 44 - Should the cross-border arrangement be included as an element to be considered in future fare reviews? [See Section 11.2 for discussion about the cross-border arrangement].
Q 45 - Who should bear the cost of any changes to the fare setting and review process?

Q 46 - How often should the TCCI be reviewed?

Q 47 - Should the TCCI determine a special rate for WAT operations?

It has been suggested that the fare structure incorporate some component that would encourage greater responsiveness to service peak demand.
Q 48 - How could the fare structure incorporate incentives to contribute to improved service levels at those times where evidence points to unsatisfactory performance, but without having an adverse impact at other times?
Q 49 - How can the effectiveness of any incentives designed to improve service levels eg. peak hour surcharge, be measured and assessed?

7
Operator/Driver Viability
Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to operator viability.  These comments have not been verified for accuracy.
· Enhance viability by increasing revenue and reducing operating costs (Government fees, insurance premiums, etc).
· The cost of standard taxi licences is too high and overheads for both standard and WAT taxi are high making viability difficult eg. Insurances, maintenance, repairs, network fees, etc.  

· Viability should consider taxi owner investment and income as the taxi represents their income, past, present and future.
· Viability must consider unique aspects of the Canberra market;  availability/unavailability of infrastructure;  other- competing parking costs, insurance costs, linkages to venues/events.  

· Effect of parking costs and use of rental cars at airport particularly on customer demand for taxis and industry viability. 
· Cost per day of operating a taxi has increased from $180/$192 to over $210/day.  Near impossible to cover this cost over school holidays or when Parliament not sitting.
· Owners also struggle with high overheads eg $1,500/wk before earning a dollar.

· Can make a living if driving your own taxi, however, lease fees and network fees are too much.

· Base fees charged by Canberra Networks are significantly higher than fees charged interstate.

· Leasing plates at will has resulted in too many taxi and drop in earnings (30%).
· Financial inducements need to be sufficient to allow WAT operators/drivers reasonable profit.  Streamline Taxi Subsidy Scheme payments to drivers/operators.
· Working conditions – to meet the costs associated with running a taxi, an operator of a leased plate cannot afford to take a holiday – business is down 30%.  To provide a work/life balance, introduce a seasonal registration which reduces the government charge by 1/12th to enable a one month holiday to be taken – during this period the vehicle would not be on the road (plate surrendered).  At present, a government leased plate cannot be operated by another operator due to the Taxi Service Accreditation being not transferable.
· The viability of the 2 networks needs to be considered.
· With a 30% drop in business one would expect that insurance premiums would drop.  Would like an investigation of the level of insurance premiums charged.
· Would like an investigation of the fees charged by the networks - fees are too high – in excess of $14,900.  Interstate fees are 60% of the ACT fee, down to 50% for smaller networks eg West Suburban Taxis and North Suburban Taxis in Melbourne.  

· Total cost structure of operating a taxi service needs to be reviewed.  Need approx $200/day (equivalent 5hrs driving x 7days) to cover costs.  Two thirds of this cost relates to regulatory measures.  Affects quality of life for drivers/operators.

· The recent increase in taxi registration ($800) and release of additional taxi plates has hurt operators financially.

· Allow taxis to service non-profitable bus routes eg. Adelaide model.

· There has been a steady decline in the number of taxi users over the past 15 years.
· Taxis lose income due to ‘runners’.  Consider mandating advance payment of fares after 9pm.
7.1
Operator Viability
The major reasons put forward as to why taxi operators are experiencing financial difficulties in recent years are that there are high operating costs, more taxis on the road without there being a commensurate increase in demand, and the unavailability of drivers at times resulting in the taxi being off road and thus not earning.
Key areas suggested for review in relation to the financial aspects include examination of government charges, compulsory third party insurance, network fees, and opportunities provided by government for taxi work in the off-peak.

7.1.1
Driver Shortage
Recent advice from Aerial is that there is no longer a shortage of potential taxi drivers.  This is borne out by the current high demand for people wanting to be trained by Aerial.  Also, recent data from the motor registry indicates that in September 2008, 1109 taxi licences were held, while in September 2009 the number on record was 1263.  This is a 14% increase in the total number of taxi licences held compared to the number held in 2008, another indicator that the shortage of drivers may have ended.  It is acknowledged however that some people choose to retain the taxi condition on their drivers licence but are not active in the industry.  This practice would allow them to resume employment in the industry should the need arise.
Q 50 - What reliable evidence is there to establish whether driver shortage remains an issue for industry at this time?
Driver shortage tends to cyclical, coinciding with upturns in the national economy when employment opportunities are greatest.  
Q 51 – What strategies can be adopted to cushion the impact on the taxi industry of cyclical driver shortages?
7.1.2
Oversupply of taxis operating in the off-peak periods
The amount of time a taxi is available for hire is a key business decision of the operator.  It is also an important input in any determination on the number of taxi licences that should be operating in the market.
Q 52 - What reliable and detailed data is available to substantiate the claim that taxi operators are struggling to remain viable in the industry due to an oversupply of taxis?
7.1.3
Government fees and other charges

Government standard taxi licence lease fee

The current annual lease fee for Government standard taxi licences has not changed since the licences were originally issued in 2006.  The annual fee for these licences was set at $20,000, which was slightly lower than the average fee taxi operators paid for leasing a private perpetual licence.  

Vehicle Registration 
The vehicle registration charge applied to taxis is the same as that charged to other business vehicles of the same make and size.  If the taxi is gas or solely electric powered, a 20% discount on the charge is provided.  The registration charge moves annually based on the Wage Price Index (WPI).
Compulsory Third Party Insurance 

Compulsory Third Party Insurance provides insurance cover for claims against the at-fault owner/driver of a taxi that is involved in an accident where personal injuries are sustained by 3rd parties eg passengers, pedestrians, cyclists and other drivers.

As the Regulator of the ACT’s CTP scheme, the Government commissions an independent actuary to ensure that the CTP premiums are sufficient to fully fund future insurance claims while not being excessive.  Insurers have to comply with Australian Prudential Regulatory Authority (APRA) solvency requirements put in place to avoid a repeat of a collapse like that of HIH.
Two major reasons for the recent increases in CTP premiums for taxis are:
· the collapse in investment markets resulting from the global financial crisis.  Income from the investment markets and premiums paid by motorists is used by insurance companies to meet the cost of insurance claims from people injured in motor vehicle accidents.  Lower interest rates mean that higher premiums are needed to achieve the same investment return;
· A recent review disclosed that the taxi claims relativity (taxi claims compared to private vehicle claims) had been inadvertently reduced by NRMA due to a data issue and that taxi owners have had the benefit of artificially low premiums for the past few years.  
ACT experience shows that the taxi claim frequency is more than 15 times higher than for class 1 vehicles (private car) and the tendency is for more serious injuries because ACT roads are less congested so the risk of a high speed impact is greater.  The taxi average claim size is 33% greater than claims involving other passenger vehicles.

The Government has recently opened up the CTP market to competition which may put downward pressure on premiums as insurers endeavour to improve their competitive positions.
Taxi Network fees
A number of submissions have remarked that the network fees charged by the 2 ACT networks are much greater than those charged interstate, including smaller networks operating in Victoria.
The ICRC, in its determination of taxi fares for the period July 2004 to 30 June 2007, expressed some concern about the size of the then monopoly network provider’s fee, whilst also noting that it did have additional costs and not the economies of scale of the larger interstate urban networks.  The ICRC’s benchmark exercise of network fees in different jurisdictions, including a NSW country average, indicated that the ACT network fee at that time was the highest in Australia.  
Q 53 - What are the cost components of the fee that networks apply?
Q 54 - What scope is there for network fees to be adjusted?
7.1.4
Compulsory taxi network affiliation

Tasmania and Western Australia do not require taxi operators to belong to a company providing a booking/job dispatch service.  Although it is understood that a majority of operators have joined a booking service company, there are some that work independently relying on hail, rank and repeat business from customers who contact them directly for their taxi service.  
Anecdotal evidence is that the independent taxi operators provide a high level of customer service to attract repeat business and to build a viable customer base.

The perceived benefits of the current ACT requirement for operators to belong to a network operation include:

· a job dispatch system with wide spatial and temporal coverage, with a capability of responding reliably to requests for taxi services at any location and time of day;
· a level of public and driver safety through a ‘tracking’ system which provides a capacity to assist in the investigation of crimes committed by or against drivers;
· an ability to exert some control on the behaviour of operators and drivers who fail to meet the required standards. Eg. denying access to the job dispatch system until satisfactory remedial action has been taken by the driver/operator;
· the collection of statistics which provide an indicator of taxi industry performance;

· an avenue for customer complaints to be dealt with;  and
· the tracking and return of lost property.
Q 55 - What are the community benefits to be gained from requiring taxi operators to be affiliated with a taxi network?
Q 56 - Given that network fees have been identified as a major business cost, should compulsory affiliation with a network be removed?
Q 57 - What would be the impact on existing taxi networks if the requirement for operators to be affiliated with a network was removed?

Q 58 - What is the ratio of network jobs to other jobs undertaken, ie. taxi rank, private bookings and hail?

Q 59 - Could an ACT taxi operation remain viable if it operated outside the networks’ job dispatch system?
Q 60 - What consumer issues arise if operators were permitted to ply for hire in the ACT without being affiliated with a network?
Q 61 - Are there any issues for Government if compulsory network affiliation was removed?

7.1.5
Increase taxi job opportunities
Service unprofitable bus routes
It has been suggested that the Government consider utilising taxis on bus routes, such as suburban feeder routes operated in the off-peak daytime period and the late night services where bus patronage is very low.  Adelaide has been cited as an example where such an arrangement is in place.  
South Australian public transport officials have advised that the metro bus operation is contracted out to the private sector and that such an arrangement is between the taxi operator and the bus company.  Examples cited include taxis picking up train passengers on low patronage lines or on low patronage bus routes into suburbs.  Taxi operators swipe the passenger’s bus/train ticket through their electronic ticketing system which creates a valid record that the bus company uses to reimburse the taxi operator.
Q 62 - What are the issues to be considered in determining the feasibility of the taxi industry providing a substitute transport option for ACTION and or private bus companies on their low patronage routes?
Demand Responsive Services
To increase job opportunities, some respondents have suggested initiatives that could allow taxi operators to offer personalized transport options to organisations or groups at a set rate, eg provide a regular service from a retirement village to a shopping centre or club for a group of residents on the basis that the residents would receive a higher quality of service than an existing transport operation.  Demand responsive services operate under an authorised fixed fare arrangement.  Chapter 6 of the Regulation provides details of the legislative requirements in relation to demand responsive services.
Q 63 - What opportunities are there for the taxi industry to participate in providing demand responsive services?
7.1.6
Work/Family Balance

Another consideration raised is work/family balance.  At present, a government leased plate cannot be operated by another operator due to the licence being non-transferable.  
Because of this, some operators who drive their taxis claim they cannot afford to take a holiday, particularly in the current climate as it is necessary to continue to work to meet the taxi running costs. 
It has been suggested that the introduction of a ‘seasonal registration’ to enable a holiday break to be taken would provide an opportunity to improve the work/life balance.  The proposal would see the government charges reduced by 1/12th if the operator took a one month holiday break, and the taxi plate surrendered to ensure the vehicle would not operate during this period.  

It is not clear why this issue could not be addressed by the operator notifying the RTA that they wish to employ a person to ‘manage’ the taxi for the period of absence.  The process for putting such an arrangement in place is relatively straightforward.  Under the legislation the operator must inform the RTA in writing who will be arranging the day to day operation of the taxi for the period of time that s/he will be absent.  The RTA requires the name, address and contact details of the person who will be managing the taxi operation.  This person will need to satisfy the ‘suitable person’ requirement.
Q 64 – Are any regulatory changes required to enable taxi operators to take holidays?
7.1.7
Operator understanding of taxi industry
There is evidence to suggest that a number of new entrants to the taxi industry struggle to remain viable because they don’t have an appropriate business plan in place or an appropriate understanding of the industry to enable their operation to survive in the market.
Q 65 – Is there something that the taxi industry and the RTA can do to help aspiring taxi operators to fully understand what is required to successfully operate a viable taxi operation?
7.2
Driver Viability and Retention Issues
Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to driver viability.  These comments have not been verified for accuracy.
· Income poor for the hours worked – usually less than $20/hr
· In off peak, drivers earn $7-$10/hr – unable to survive on this level of income.
· Too many taxis – earnings dropped 20/25% in past year – experienced drivers leaving industry, leaving many inexperienced drivers resulting in fall in standards – also difficult to attract replacements.  Withdraw some leased plates to increase opportunity for work in off-peak period.
· Introduce greater leeway into fare pricing to allow for optimal responsiveness to demand during peak hours.

· Driver entry costs ($1,000) high – examine ways to reduce this barrier to attracting new drivers, eg uniforms, training.
· Streamline payments of TSS by providing electronic claim facility for drivers and review to provide a subsidy based on a particular journey rather than arbitrary capped $ amount.  
· Work/Family balance – The agreement between taxi operators and Taxation Office which places burden on drivers to complete GST paperwork should be scraped.
· Long driving hours is an OH&S issue for taxi drivers.  Any reforms should address this issue.  
· Maintenance and parking of taxis should be responsibility of owners not drivers – owners should have commercial premises to park all vehicles and an office where administration is handled.
· A small minority of customers are ratbags.  Glass protection behind the driver and around his/her left side would provide protection from unsavoury characters.

There are claims that drivers are struggling financially because there are too many taxis operating during the off-peak period when job demand is low.  It is claimed that income levels are so low in the off-peak that some drivers are not prepared to work in this period.  The RTA does not have data in relation to the amount of work completed by standard taxis in this period.
As mentioned earlier, the OECD completed a substantial review of taxis services in 2007 which can be found at http://www.oecd.org/dataoecd/49/27/41472612.pdf  In regard to taxi reform and equity issues, it made the following observations:

“Although entry restrictions are often justified on equity grounds there is no evidence that drivers fare better in restricted markets. On the other hand, higher prices and lower availability disproportionately affect low income consumers of taxi services.

Reform of the taxi industry has often been opposed on grounds that it is likely to reduce the incomes of drivers, which are frequently low where they are not themselves owners of cab licences. In particular, the industry is seen to suffer cyclical decline, while the number of available taxi drivers tends to rise in economically less favourable times.

However, there is no evidence to suggest that taxi driver incomes are higher in markets with restrictive entry conditions. Rather, the monopoly rents that accrue due to these restrictions appear to be appropriated solely by licence owners. For example, Melbourne has taxi licences valued at almost A$500,000, and driver incomes estimated at A$8 - 14 per hour.  Thus, entry restrictions appear to be an ineffective means of safeguarding driver incomes. More importantly, competition policy does not generally accept the proposition that entry to an industry should be constrained in order to protect the income position of incumbents, while there is no obvious basis for arguing that the taxi industry constitutes a special case in this regard.

By contrast, restricting entry to the taxi industry causes significant equity problems: low income groups are disproportionately users of taxi services.  The impacts of entry restrictions in increasing price and reducing availability is therefore highly regressive in its consumer impact – poor consumers are hurt more by entry restrictions than wealthy ones”.
Q 66 - What data is available to confirm that the number of jobs performed per taxi in the off-peak periods has dropped in recent years?
Q 67 - If the amount of work completed by each taxi is lower, what factors can be attributed to this situation?

Falling taxi demand could be due to a number of factors including the preference the Canberra community has for private car travel over public transport, the availability of relatively inexpensive parking, the growth of parking at the airport and the convenience that private travel has over other modes of transport.  It could also be related to poor taxi service and associated damage to the reputation of the taxi industry.  Where a reputation for poor service is perceived, the tendency is to look for other transport options which provide more certainty in meeting ones needs.
Notwithstanding that a decline in taxi patronage means a reduction in income earning capacity for drivers, it is not appropriate to set higher fare levels to compensate the industry for the decline in demand, for to do so could be seen as a reward for poor service.  An appropriate strategy to address this issue would be to match the supply of taxis to the demand for taxi services.  Section 1 discusses supply of licences to the taxi market.
Working conditions are also a key concern for many taxi drivers.  The lack of a career path means that there is little opportunity to progress within the industry so there is little incentive to invest time and effort to support the industry in its aims to maintain high standards of service delivery.  
Some customers are abusive and present a danger to drivers.  It has been suggested that a glass protection screen installed behind and to the left side of the driver would provide protection from such clients.

Q 68 - Is there a need to improve security aspects for taxi drivers?
Q 69 - What methods should be considered to address the security concerns of drivers?

The bailee contract between drivers and operators means that drivers are considered to be self employed small businesses.  Dissatisfaction has been expressed about the working conditions and arrangements that can apply under this contractual setup, eg, fare revenue splitting, GST paperwork, maintenance and parking of the taxi, fatigue caused by long shifts raising Occupational Health and Safety issues for drivers and passengers.
Q 70 - What capacity/flexibility is there within the taxi industry to address concerns expressed about working conditions that are of concern to drivers?

It has been suggested that driver entry costs are too high and are a barrier to attracting new drivers into the industry.

Regulatory requirements that must be met prior to a person being able to drive a taxi which have cost implications for the individual include:

· Police character check ($43)
· Health assessment by Health Services Australia ($82.50)
· Training in taxi driver competencies ($495).  The price is set by and paid to the course provider.
Network requirements, such as uniforms and specific network training also have a cost implication for aspiring drivers.
It should be noted that although the ACT has one of the cheapest and shortest taxi driver training courses, there will be added costs when the new national taxi driver training regime is introduced.  (See details in Section 9.2).
Q 71 - Is there potential for reducing costs associated with regulatory and/or network requirements that aspiring taxi drivers must satisfy before being able to drive a taxi without compromising customer service and driver safety?
7.3
Affordability of Taxi Fares

Below is a comment received on the publicly circulated draft terms of reference in relation to the cost of hiring a taxi.  
· Fares are too expensive for users, particularly for pensioners.
Another reason for the claimed decline in taxi patronage may be that local residents consider that taxi travel is not affordable.  Business and leisure travellers aside, many people who are reliant on taxis for transport are also in the lower income levels and the cost of using taxis is a major concern for them.

A comparison of ACT taxi fares with those of other jurisdictions is discussed in Section 5.  
Q 72 - Is there any evidence to support the proposition that declining patronage may be due to the cost associated with hiring a taxi?

Q 73 - What is the rate of decline in patronage per year over recent years?

Q 74 - What factors can be attributed to the decline in patronage?

8
Performance Measures for WAT and Standard Taxis 
Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to the issue of performance measures.  These comments have not been verified for accuracy.
· Current performance measures should not be changed as they provide sufficiently detailed and appropriate information.
· Wheelchair uses of WATs should be consulted on service delivery standards.
· Physical appearance is the responsibility of the relevant network;  roadworthiness checks should be conducted at the motor registry or at private inspection stations;  Better communication is needed between police, RTA and taxi industry. 

· Include overall issues for people with disabilities eg. people with fold-up wheelchairs refused access to non-WATs;  Access to the taxi call line by hearing impaired people needs to be considered;  SMS and on-line booking is a good way for the deaf to communicate with the network.
· Performance measures are an integral part of ensuring good customer service.  Neworks should be able to provide taxis 24/7 – one network cannot provide taxis after 10:30pm, which in not acceptable.  Performance measures should specify the % of taxi to be available at all times and the % of available taxis at any one time.
· Independent customer surveys should be undertaken on a regular basis.
· Customers need to be educated on how to make a complaint about poor service.
· Satisfaction of consumers – current performance data is all number based – there is no consumer satisfaction data.  Responses from a survey of users could feed into an analysis of this aspect.

· There should be appropriate/realistic performance measures for individual drivers and operators and for network service providers – make performance publicly available so that stakeholders can compare performance.
8.1
Peak/Off Peak Performance Generally

Response times for taxi hirings are affected by a range of factors including traffic congestion levels, the efficiency of the taxi network’s booking system, and the geographical layout and density of the city.  However, two of the main determinants are the level of demand for hirings and the number of taxis operating to meet the demand.

Taxi networks are required under the Road Transport (Public Passenger Services)(Minimum Service Standards – Taxi Network) Approval 2007 (No 1) –Disallowable instrument DI2007-170, (MSS) established under the Road Transport (Public Passenger Services) Act 2001 to meet four performance measures for waiting times.  It is a requirement under the MSS for peak periods that 85% of taxi bookings are completed with the customer waiting no longer than 18 minutes and 95% of bookings are completed with the customer waiting no longer than 30 minutes.  In non-peak periods, 85% of bookings are to be completed within 10 minutes and 95% of bookings are to be completed within 20 minutes.  The MSS for networks and taxi services can be viewed at the ACT Government website www.legislation.act.gov.au under the disallowable instruments link.
The Disability Standards for Accessible Public Transport 2002 require equivalence in waiting times for both booked standard and WAT services.  The waiting time targets provide a valuable measure of whether the Disability Standard requirements are being met by the taxi networks.
A June 2007 report by Professor Des Nicholls, commissioned by Aerial, entitled ‘Servicing the Needs of Peak Period Taxi Users’ acknowledged that there were no longer the significant distinct peak periods as perceived in the past.  The report indicated that in 2005-06 the monthly average of total trips per hour between 8am and 8pm were all in excess of 5,000 with only one hour, 8am to 9am, having an average of more than 7,000 trips.
Q 75 - Do the span of hours used to describe the standard taxi peak and off-peak periods (8am-10am and 3pm-5pm respectively) accurately reflect the peak and off-peak demand experienced in recent times?
Q 76 - Do the current MSS waiting time measures reflect the level of service that the community expects of a taxi service?  If not, what level of service is expected?
Q 77 - Are the waiting times requirements measuring the right aspects of performance and are they capable of being effectively audited?

Q 78 - The waiting time performance measures for peak/off peak only present a partial picture of how the taxi industry is responding to community demand for taxi services.  What other data can/should be gathered which would enable a more accurate assessment to be made of the performance of the taxi industry?
8.2
WAT Performance
There is a legal requirement under the Disability Discrimination Act 1992 for public transport service providers to provide equivalent response times for booked taxis for both able bodied people and people with a disability.

The recently released report, Accessible Public Transport in the ACT – Action Plan 2009-2012, highlighted deficiencies in taxi performance including unsatisfactory WAT response times (pick up times), negative and unhelpful attitudes of some drivers and a lack of awareness among drivers with regards to the rights and needs of people with disabilities.
As mentioned in Section 8.1, taxi networks are required to meet four performance measures for waiting times under the Minimum Service Standards.  The current WATs performance reporting data supplied by both Aerial and Cabxpress show that the networks are exceeding the two peak period waiting times measures but not achieving the required non-peak measures.  
It has been reported that driver shortage is a factor.  The adequacy of management arrangements, the approach to the allocation of WAT bookings within the networks and the attitude of some drivers to undertaking WAT jobs are also considered to be factors.  
Information supplied by the networks indicates that in the vast majority of cases, the work that is being performed by WATs is not related to servicing clients with disabilities.  The data shows that of the available 25 WAT vehicles, only 8 had carried out WAT work in excess of 20% of the total jobs undertaken [range 64% - 22%].  At the other end of the scale, there were 10 WATs that recorded WAT work at less than 5% of the total jobs undertaken [range 1%-4%].  The remaining WATs tended to have about 6% of their total jobs as WAT work.
Information in relation to the five government leased conditional taxi licences, which require the taxi to have the capacity to carry a wheelchair, (for which the licence fee is discounted by $10,000), shows that, one is not operating as a WAT at all;  the WAT work undertaken by three of the remaining four is less than 0.1% of total hirings for each vehicle;  and the fourth vehicle has performed 2.6% of total jobs undertaken as WAT work.
In regard to WAT bookings where a service was not provided, data from the networks show that, for Cabxpress for the period August 09 – December 09, 9.5% of total bookings were not serviced and for Aerial, for the period 2008/09, the figure was 8% of total WAT bookings.

The taxi networks reported 13,756 booked WAT hirings for the financial year 2008/09.  Allocating this number across the WAT fleet of 25 vehicles for the year equates to less than 2 WAT jobs per taxi per day.  The number of private WAT hirings is not known to the RTA.
It has been asserted that the reasons for the reluctance of WAT drivers to service the clients that they are required to serve are: WAT jobs are not as financially rewarding as non-WAT jobs, despite the lift fee ($12.50 between 6am and 9pm and $25 between 9.00pm and 6am);  the long delays in receiving payments through the Taxi Subsidy Scheme;  and that some drivers either don’t like the WAT work or feel that their training is lacking, especially in loading, securing and unloading clients.  The RTA has had reports of wheelchair hirings being refused on the excuse that the WAT hoist was out of order.

Q 79 - What are considered to be the reasons why a large majority of WATs are reported as having undertaken so few WAT jobs?
Q 80 - What measures could be considered to address this issue? [See also Section 9.1 on options to improve WAT services]
Q 81 - Has the introduction of Community Buses, which transport the elderly and people with disabilities, caused a loss of WAT hirings in this demographic, resulting in a negative impact on WAT viability?  

8.3
Standard Taxi Performance

As mentioned earlier at Section 1.2.1, prior to the release of the last 25 of the 90 government leased standard taxi licences in December 2008, the taxi industry was failing to satisfy the performance measure in regard to customer waiting times for booked services.  However, the addition of the last 25 licences would appear to have assisted the industry to attain the prescribed waiting time targets.

It should be noted that although the taxi industry as a whole achieved the prescribed peak/off-peak waiting time performance requirement, not all networks are meeting the required standards.  
Advice from taxi operators and drivers is that the recent release of government leased plates has caused an oversupply of taxis resulting in too many taxis competing for limited jobs in the off-peak.  Without reasonable compensation for their labour, some operators are cutting back on unprofitable shifts and experienced drivers are leaving the industry due to the poor financial return for the long hours worked.  Where high driver turn-over leads to loss of experience and expertise from the industry it can be anticipated that there will be some negative impact on the quality of service provided by the industry.

The concerns expressed in the Accessible Public Transport in the ACT – Action Plan 2009-2012 in relation to WAT performance also apply to standard taxi performance, ie the unavailability of standard taxis during peak periods, negative and unhelpful attitudes of some drivers and a lack of awareness among drivers with regards to the rights and needs of people with disabilities.  For example, the RTA has been advised of a wheelchair bound customer being refused access to a standard taxi, despite the fact that the person was able to transfer from the wheelchair to the taxi seat.

The ability of standard taxis to adequately carry mobility aids was also raised as a concern.
8.4
Peak Hour Demand - Airport

As mentioned earlier, taxi waiting time performance data covers booked hirings only, not rank or private bookings.  The peak hour waiting time performance data for the period February 2009 – September 2009 indicates whole-of-industry waiting times for booked services are at acceptable levels, but does not include taxi industry performance at the Canberra Airport as the airport work is rank work.  It is not possible to book a taxi for passenger pick-up at taxi ranks. 

The periods of peak activity at the airport occur between 8-10am and 4:30-6pm on weekdays and Sunday afternoons.

Airport passengers generally use taxis (approximately 30%, down from 55% in 1998), private cars (approximately 56%, up from 45% in 1998) or hire cars, rental cars and bus/coach (approximately 14%). 

Notwithstanding recent decreases in taxi patronage, taxi usage is expected to increase by 35-40% within the next five years.  The projections indicate opportunities for increased patronage through enhanced coach and shuttle bus services to the Airport.

Suggested reasons for the reported lengthy waiting times experienced at the Canberra Airport are that there is reluctance on the part of taxi drivers to service the Canberra Airport, primarily because of traffic congestion on the roads to the airport due to road works and the growing workforce at the airport precinct.  The time spent in traffic obviously has a negative impact on the earnings for drivers and operators.  

In the medium to long term, it is anticipated that travel speeds will be maintained at acceptable levels at peak periods once the significant upgrades to the roads near the airport and the Kings Av/Parkes Way grade separation road works are completed.  This estimate takes into account the projected growth of the Canberra Airport business park, increased passenger arrivals and developments at the Russell defence complex, all of which will increase traffic movements on the east/west transport corridor and Majura Road.
However, in the short term, traffic congestion is likely to remain an issue for journeys to and from the airport until the road works mentioned above are completed.  So what options are there to address the reported poor service levels at the airport?

Another issue that has been raised, particularly by interstate business visitors, is the lack of available taxis at shift change over, ie. around 3pm.  This is a particular concern for people who have to catch an afternoon plane.
8.5
Possible options to address waiting times at the Canberra Airport
As mentioned above, the lengthy waiting times at the airport can in part be attributed to traffic congestion on the roads to and from the airport acting as a disincentive to drivers and operators to service the area.  However, long queues are generated at the airport by the arrival of several flights at almost the same time with potentially hundreds of passengers wanting access to a taxi.  Some respondents have suggested that if flight arrivals cannot be staggered so there is more time between flight arrivals, then long queues are inevitable.  However, there needs to be some recognition that airline flights are scheduled in response to demand for when people want to arrive and depart.  Eg. to coincide with business meetings and Federal Parliamentary sittings.
Long queues at airport taxi ranks is not unique to Canberra.  What is important to people waiting in queues is that there are taxis available and that the queue is being managed.  It is understood that the construction of the new airport terminal will include infrastructure that provides multiple taxi bays for passenger pickup. 

Q 82 - What would be considered to be an acceptable waiting time for a taxi at the airport taxi rank at peak arrival times?

Q 83 - What airport waiting time data is available over the peak periods to provide a picture of the time passengers are waiting in a queue for taxi transport?
Q 84 – Is there a taxi industry standard time for driver shift change-over?  If not, what is the most popular time for shift change-over?
Q 85 - Would changes to taxi passenger loading procedures such as the provision of a taxi marshalling service and/or allowing more than one taxi to load at a time as is the practice at Sydney and Melbourne airports, increase efficiency in clearing the taxi queue and influence taxi drivers/operators in their decisions on servicing the airport?  

Available information that provides a snapshot of the number of taxis on-road each hour for a two week period (9/3/09 – 22/3/09) during federal parliamentary sittings for both houses shows that around 90% of standard taxis were operating during the weekday morning peak periods.  (It is not clear why 10% of vehicles were off the road, but a number of reasons could be suggested - vehicle maintenance requirements, driver illness/shortage or simply that an operator, for whatever reason, has decided not to operate the taxi).  

As industry data for the period February 09 to December 09 shows the required standard taxis waiting time performance measure for booked services was achieved for both the peak and non-peak periods, it would appear that there are at least sufficient taxis operating to enable the industry to provide a level of service that meets the reasonable expectation of taxi clients who book a taxi.

Q 86 - What is the level of demand at the airport during peak times?

Q 87 - If taxis were to service the airport rank peak demand satisfactorily, would the taxi industry be capable of meeting the peak hour waiting time requirements for booked services without additional taxis?

Q 88 - Would there be merit in undertaking a survey, strategically targeting key areas of performance in responding to taxi demand at the airport ?

Q 89 -What methodology would be appropriate for such a survey?

Q 90 -Who would fund such a survey?

Q 91 – On average, how long would individual taxis be unavailable for hire at the time of shift change-over? 

Q 92 – What percentage of the taxi fleet would be unavailable for hire at the most popular shift change-over time?

It has been suggested that, given the loss in driver earning capacity due to the time spent in traffic congestion from the airport, a financial incentive, in the form of a peak hour surcharge, be applied to airport passengers to compensate and encourage more drivers to undertake airport work.  

Q 93 - Is it a reasonable proposition that a peak hour surcharge be applied to passengers travelling from the airport as a means of encouraging drivers to undertake airport work, eg. a special ‘airport flagfall’?

Q 94 - What would be an appropriate surcharge amount and how would it be calculated?

Q 95 - How long would such a surcharge be applied?  Eg. once road works are completed and reasonable peak hour travel times to and from the airport are achieved?

The introduction of peak service taxi licences could also be considered as an option to address periods of high demand, including at the airport taxi rank.  Section 2.5. identifies issues for consideration in regard to the introduction of these licences.
Passengers, if subject to another surcharge, on top of the $2 surcharge applied by the airport at present, may petition for other forms of transport to be made available to compete with the taxi service.  

One option suggested to address the airport issue is to establish a peak hour shuttle bus service, as exists in Sydney and Melbourne.  Advice received from a number of interstate public vehicle regulators is that the shuttle bus services are commercially operated.  On this point it should be noted that the Canberra Airport currently subsidises a half-hourly bus service from the Airport terminal to Russell and the City, with reduced service on weekends
.  The level of patronage for this service is not known to the RTA, however it is understood that people generally prefer taxi or hire car transport to that of buses due to the flexibility and convenience that these modes provide. 

Q 96 - What is the potential for growth in shuttle bus loadings and its impact on taxi operations?
The establishment of a HOTs (high occupancy taxi capable of seating 5 or more passengers) rank at the airport has the potential to reduce waiting times for taxis.  The HOT service operating from the dedicated rank would provide transport to high volume destinations such as the City, Parliamentary Triangle and Russell at peak times under a fixed fare arrangement.
Issues for consideration under this proposition include:

· location of the HOT rank;

· rank queue marshalling (Commissionaire service);
· interaction of the HOT rank with the standard taxi rank;

· determining an appropriate fixed fare;
· training of commissionaires;  and
· set up and ongoing cost and who should pay for the service.

Q 97 - What data is available on the number of customers who travel by taxi from the airport to the high volume destinations mentioned above and return?
Q 98 – What are the pros and cons of excluding WATs from providing a HOTs service due to the requirement for WATs to give priority to wheelchair passengers transport needs?

Q 99 - Should the HOTs hiring rate be an authorised fixed fare or specified rates as exists at present eg. fare rates 5-8 [see Section 6, Fare Structure for details]?
Q 100 - How should a HOTs service be funded?
9
Regulatory Arrangements Which May Improve WAT Performance
Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to this issue.  These comments have not been verified for accuracy.

· A second network has not improved service.
· Consider different WAT allocation model where WATs are allocated directly to Networks with appropriate subsidy, rather than allocating to independent operators – currently difficult to achieve performance standards where Network does not have control of the numbers of WATs affiliated to its network so it is difficult when demand exceeds supply.  Micromanagment is important to keep service at a reasonable level.
· Thorough training of WAT drivers is necessary.

· Improve level of maintenance of WATs particularly equipment associated with wheelchair passengers – eg electronic or hydraulic lifts falling into disrepair, door seals in poor condition allowing in exhaust fumes, etc.  Should not be allowed to remain in service with such deficiencies.

· Physical appearance is the responsibility of relevant networks;  roadworthiness should be conducted by the RTA or private inspection stations;  Better communication is needed between police, RTA and taxi industry.

· In-car driver ID should be mandatory.

· Need a robust surveillance regime with appropriate regulatory action to ensure compliance – WAT operators have been allowed to ignore the customers that they are licensed to serve.

· Re-assess the inability of power wheelchair users to use single WATs.
· There are limited WATs that can lift large scooters, so large people who require large scooters are adversely affected.  

· Given differences between WAT vehicles and standard taxi and the demands of the client group, the lift fee should be increased to $20 to make WAT jobs financially attractive. 

· Current Aerial booking dispatch system based on zonal arrangements disadvantages WAT clients eg. If a booking is in a zone where there is no WAT present, the booking is not notified to WATs in other zones – this is particularly so in busy periods.  Ie. a WAT in one zone may be waiting for a fare while in the other zone a client is waiting for a WAT.  Suggests that all WAT bookings be immediately placed on the driver’s screen so all jobs are known.  

· Supportive of direct management of WAT bookings.  It worked ok in the past – when Aerial stopped micro-management WAT waiting times increased.

· The lift fee to WAT drivers is insufficient and needs addressing.
· Better if WATs were owned and operated by Govt rather than a commercial business.
· Concentration of a large no of WATs with one network has not worked – drivers are not trained in use of their vehicles or are unwilling to assist disabled customers.  Perhaps a special WAT licence is needed. 
· The review should consider the WAT models in operation in Sydney and Adelaide.
· Networks are failing in their management of WATs booking and drivers are not taking their obligations to prioritizing booking seriously.  Serious regulatory oversight and enforcement effort is required to ensure priority is given to WAT work.
· Aerial has supported a CTIA nine point plan which it considers will address the serious shortfall in the provision of adequate services to people with disabilities.  The key feature is the implementation of a specialist WAT booking network, based on the Sydney TaxiZero 200 model, in which all WAT taxis will need to operate.  

· 900 series WATs are doing more WAT work than the 400 series.  Issues with Tarago WATs include – only a limited number can carry an electronic wheelchair, limited space for equipment and luggage, exhaust fumes, lack of suitable restraints, poor driver training, lack of crumple zone in event of rear collision.  Large WATs are preferable as they can carry all types of wheelchairs, scooters, significant amount of luggage, 2 wheelchair bound passengers, and at least 5 other passengers.
· Efforts should be made to mathematically model the demand on WAT hirings – The functions of Erlang and other probability distributions appear suitable for this purpose.

· Methodology must ascertain consumer data on:  the number of wheelchair users in the ACT and frequency of use of WATs peak periods, weekends, public holidays, special events, school holidays;  the number of power and manual wheelchairs in the ACT;  the number of power and manual wheelchairs users of WATS and frequency of use;  the number of single and dual WATs;  and determine an acceptable ratio of single/dual WATs applicable to users.
· Mandating certain periods/rostering will make WATs less financial.
· Current training provided is too long, too costly and inadequate in professional and skills outcomes – change is needed.

9.1
Possible options to improve WAT performance

The availability and commitment of drivers is critical to enhancing the viability of WAT operations and improving the level of service to users.  Driver incentive payments or financial support that has been introduced to encourage drivers to actively participate in WAT work include:
· the basic lift fee for all WAT jobs logged on the network booking system as well as incentive payments for significant family days and public holidays such as Mothers and Fathers Days, Anzac Day, Good Friday and Easter Sunday, and the Christmas period.  Drivers are provided with a base payment of $150 for vehicles operated for a minimum of 15 hours a day plus a $25 lift fee for each WAT hiring on those days.  These incentives aim to encourage drivers to drive WATs at times of the year when operators may otherwise have difficulty obtaining drivers. It is important for wheelchair users to have access to taxi transport to enable them to participate in traditional family occasions;
· increased Lift Fee Only voucher payments from $12.40 to $25 for hirings undertaken between 9pm to 6am to ensure an acceptable level of service to wheelchair accessible taxi users during night time periods.  The fee increase was introduced in response to data showing that it was hard to get WATs to operate during this span of hours.
In recognition of the additional costs associated with providing a WAT service, the government provides, in addition to those financial incentives mentioned above, significant financial support by way of reduced licence fees for operators.  For example, the $1,000 annual fee for a WAT licence is significantly less than that charged for a standard taxi licence which incurs a $20,000 annual charge.  The reduced charge aims to compensate for the higher operating costs for WATs and the requirement that WATs give preference to wheelchair bookings.

Other options that could be considered to encourage operators and drivers to use the WATs for their intended purpose (some of which are in place in other jurisdictions) include:

· a monetary penalty on operators and networks when waiting time performance requirements are not met or when the number of jobs not covered exceeds an acceptable level;
· provision of a ‘recognition of good service’ bonus when service levels exceed requirements, eg. ‘on time bonus’’
· interest free loans or subsidy to buy or convert vehicles to WATs;

· subsidise WAT driver training;
· establishing a quota for wheelchair bookings for each WAT that the operator will need to meet;
· limiting the number of WAT licences an individual can hold and require the operator to perform a set percentage of WAT work;
· limit WATs to WAT only work during peak periods.  This would mean that no other work (including airport work) could be undertaken unless there was a prearranged wheelchair booking;
· issue infringement notices/suspension orders for poor performance;
· apply the same annual fee for WAT licences as is applied to government leased standard taxi licences ie. $20,000 instead of $1,000 (dual WAT) or $3,000 (single WAT), payable in four quarterly instalments of $5,000.  However, where WAT performance meets or exceeds the required standards for the quarter, the repayment required would be reduced to the quarterly payments that applies at present for dual and single WATs.  Under this arrangement the operators would not pay more for the licence than they do at present over the course of the year if they comply with the requirements of the licence.  It is thought that this arrangement provides a strong financial incentive for WAT operators to meet their obligations to people with disabilities;
· apply the same annual fee for a WAT licence as is applied at present to a government leased standard taxi licence and direct the extra government revenue to a special fund to increase the lift fee subsidy.  The WAT operator will need to increase the level of WAT work to recoup, via the higher lift fee subsidy, the additional cost for the licence fee.  The higher lift fee will also act an inducement for drivers to undertake more WAT work.
Appendix 5 provides a summary of incentives provided by other jurisdictions aimed at improving WAT services.

Q 101 - What factors need to be taken into account in determining a lift fee payment that would adequately compensate drivers for undertaking WAT work?

Q 102 - Should a monetary penalty be applied to operators and networks that fail to attain the required waiting time performance requirements?

Q 103 - Should consideration be given to providing a bonus to networks when service levels exceed set standards?

Q 104 - What impact would applying a wheelchair booking quota have on service levels, networks, operators and drivers?
Q 105 - What are the pros and cons of limiting the number of WAT licences an individual can hold and having a requirement that the operator perform a set percentage of WAT work?
Q 106 - What impact would requiring WATs to do WAT only work in peak hours have on the needs of other passengers?
Q 107 - What are the pros and cons of charging WATs the same fee as for government leased standard taxi licences, with quarterly payments reduced to present levels where an WAT operators demonstrates that their taxi operation meets or exceeds their taxi licence obligations?;
Q 108 - What are the pros and cons of charging WATs the same fee as for government leased standard taxi licences with the additional revenue directed to a special fund to finance an increase in the lift fee subsidy to improve the financial incentive to undertake WAT work?
It has been demonstrated that dedicated management of WAT demand by a network is needed to ensure an efficient and effective response to client needs.  To address the unsatisfactory level of service to people with disabilities, Aerial has supported a CTIA proposal to implement a specialist WAT booking network, based on the Sydney TaxiZero 200 model, in which all WAT taxis would need to operate.  The proposal also includes a requirement for WAT operator/driver retraining and the conversion of the government leased WAT licences to perpetual WAT licences with a limit of one per person.
Converting WAT leased licences to perpetual licences would significantly revalue these licences providing them with an intrinsic value that can be traded or sold.  On the other hand, issuing leased licences provides an opportunity or incentive for aspiring taxi operators to earn an income, while operating the vehicle for the benefit of people with disabilities.

It is reported that a high percentage of WAT bookings are made direct with the WAT operator/driver, bypassing the network.  The effect of this is that there are fewer WATs then available to respond to a network booking resulting in reported long delays or no service provided at all.
A brief description follows of the NSW and South Australian WAT arrangements that have been suggested as models that could be considered for adoption in the ACT.

· The TaxiZero 200 is the name given to the service providing centralised bookings for all WATs registered in Sydney, irrespective of which of the 12 taxi co-operatives they are affiliated with.  

The WATs are required to give priority to wheelchair passengers, be connected to the WAT booking service (Zero 200) and must not be subject to any change of drivers between the hours of 12 noon and 5pm on any day.

· South Australia has a Centralised Booking Service (CBS) which is operated by a network company nominated by the Government.  All WAT bookings are processed through this network.  WAT operators must connect with the CBS and drivers are required to provide a dedicated service to bookings made through the CBS during the core hours of 7:30 am to 6:30 pm daily.  The operator must ensure that the taxi driver is in constant contact with the CBS and complies with all requests from the CBS operator in relation to bookings and associated matters.  At times when there is no demand for services by people with disabilities, the vehicle may, by agreement with the CBS, be ‘rostered off’ and deployed to standard taxi work.
Operators must participate in the SA Transport Subsidy Scheme which provides an on-time bonus of $1 to the network where a booked service is met within 12 minutes and a $5 on-time bonus to drivers for bookings met within specified times.  WAT networks also receive a direct payment of $3,300 per vehicle to facilitate more efficient management of the WAT fleet.
Q109 – What is necessary to improve the current management of WATs services?

Q 110 - How would a dedicated WAT booking service improve service delivery?
Q 111 - What are the pros and cons of establishing such a service in the ACT taxi market?
Smaller WAT vehicles are unable to accommodate the larger motorised wheelchairs and scooters because of their size and weight and it has been asserted that it is necessary to increase the proportion of the large dual WAT vehicles in the taxi fleet to meet the community need in this area.

The Federal Government’s 2008 Draft Report of the Review of the Disability Standards for Accessible Public Transport identified the transport of large scooters as raising particular concerns, including scooters that exceed the weight limit posing a risk to driver, passenger and equipment when loading into taxis and the appropriate restraint in the taxi of the device and the passenger to ensure safe travel.
Vehicles that operate as WATs are required to satisfy certain Australian Standards in regard to wheelchair space and tie-down and occupant restraint assemblies.  The standard that dealt with these matters, AS2942 1994, was recently revised (AS/NZS 10542.1.2009) to provide that upper-torso restraints are now required as well as pelvic restraints and also defined front and rear clear zones in the head space for seated wheelchair occupants.  Australian Standards AS.NZS3856.1-1998 and ASNZS3856.2-1998 describe requirements in relation to vehicle mounted hoists and ramps.  
The RTA and all other jurisdictions are presently working with the National Transport Commission and the ACCC on the issues surrounding mobility devices such as scooters.

Advice from operators of the large WATs is that these vehicles are not a financially viable alternative to single WAT vehicles, primarily due to reluctance by the general taxi clientele to hire these vehicles and the higher capital and operating costs for such vehicles.  

Q 112 – Does the reduced licence fee for WATs fully compensate for the cost of operating these vehicles (including loss of income due to non-disabled client’s preference to hire standard taxis at ranks)?

Q 113 - What additional measures to those already in place would encourage more dual WAT vehicles into the taxi fleet?

It has also been suggested that all future taxi licences released into the market require the taxi to be fitted out to operate as both a wheelchair and standard taxi, as is the case at the moment with the smaller WATs.  This would ensure that WATs, as a proportion of the total taxi fleet, would increase over time thereby improving the capability of the industry to provide improved transport services for people with mobility problems, older people with cumbersome mobility aides and parents with large prams.  It would also assist the industry to meet its obligations under the Disability Standards for Accessible Public Transport 2002 to meet the equal waiting time requirement for customer of both standard taxis and WATs.
The five government leased conditional taxi licences, which require the taxi to have the capacity to carry a wheelchair, (for which the licence fee is discounted by $10,000) were introduced to increase the proportion of WATs in the taxi fleet.  However, without other measures this incentive was not enough to ensure these taxis undertook WAT work.  The RTA is aware of instances of drivers of these wheelchair accessible taxis refusing wheelchair hirings.
Q 114 - What are the pros and cons of a strategy that imposes a condition on all future taxi licences that the vehicle operating under the licence must be wheelchair accessible?

The Department of Education and Training (DET) provides school transport for in excess of 500 special needs students, the majority of which are transported by bus.  However, there are approximately 25 students for which transport to school, 
to after-school care or to respite care is best undertaken by WATs.  Approximately 14 WATs are required each day to meet this transport need.  Networks are required to be mindful of the need to provide a reliable service and properly trained drivers who are aware of the special needs of the young student that they are transporting.  As unreliability can cause great inconvenience to the student’s parents and disruption to the student’s schooling, networks need to make provision within their operation to ensure timely advice is provided to DET about the unavailability of a WAT so that other transport options can be arranged.
Inconvenience and additional costs are also incurred by people who make appointments on the basis of having a WAT booking but the WAT either does not show up or arrives too late to transport the customer to their appointment on time.  A suggestion has been put that a mechanism be put in place for recouping out-of-pocket costs incurred in scenarios such as this.
Q 115 - Should compensation be paid by taxi networks to clients who are financially disadvantaged due to a network’s failure to meet their commitment to provide a WAT at a predetermined time?

Q 116 - How would such a system operate?

Q 117 - Who would be responsible for resolving compensation claims?

Other suggested initiatives to improve WAT operations include streamlining the Taxi Subsidy Scheme (TSS) by replacing the voucher payment system with an electronic payment system, possibly a smart card system as some other jurisdictions have done.  Such a system will speed up payments to the taxi networks, reduce opportunities for fraud and would be more user-friendly for clients.

Q 118 - Is there a preferred interstate model for the processing of TSS payments?

A view has been expressed that the TSS should be administered by the RTA rather than the Department of Housing and Community Services as the scheme is essentially about facilitating transport affordability for people who have a severe disability that prevents them using public transport.

Q 119 - What benefits would there be in moving the administration of the TSS from the Department of Housing and Community Services to the RTA?
9.2
Driver Standards and Training 

The recently released report, Accessible Public Transport in the ACT – Action Plan 2009-2012, highlighted deficiencies in taxi performance including unsatisfactory WAT response times (pick up times), negative and unhelpful attitudes of some drivers and a lack of awareness among drivers with regard to the rights and needs of people with disabilities, eg. use of guide dogs for people with vision impairment.  The report can be accessed on the TAMS website at www.tams.act.gov.au/move/ and by following the ‘public transport’ link.
A key recommendation of this Action Plan is that providers of taxi services develop customised action plans to remove discriminatory practices from their operations, in particular, ensuring that appropriate training of drivers is provided to educate and improve awareness and understanding of the rights and needs of people with disabilities and thus promote good driver-passenger relationships.  (Refer Barrier 7 – page 27 of the Action Plan).  This will complement the requirement established by the MSS that WAT operators implement a Disability Access Plan which must set out minimum requirements in regard to the service that they operate.

The Action Plan also recommends that relevant government agencies, disability peak bodies and public transport service and infrastructure providers consider an awareness/education campaign to increase awareness in the community regarding issues of disability, access and transport (Barrier 9- pg 29 of the Action Plan).

Customer satisfaction is an important requirement for the viability of all within the industry.  Provide an unsatisfactory service and clients will look for other transport options to meet their needs.  It is reported that operators have difficulties in attracting drivers to undertake WAT work.  It would appear that a proportion of the drivers are simply not ‘interested’ in meeting the needs of this particular client group.

Complaints received by the RTA suggest that there is a community perception that there has been a lowering of driver and industry standards.  As mentioned earlier, there are reports of negative and unhelpful attitudes of some drivers and a lack of awareness of the rights and needs of people with disabilities. 
This raises concerns about the adequacy of the training currently provided to both standard and WAT taxi drivers to ensure that a satisfactory and consistent level of customer service is provided.  

Currently, taxi driver training and assessment standards and processes differ across Australia, with varying outcomes in terms of driver competency and customer service standards.  The RTA is aware of a situation where aspiring taxi drivers are taking advantage of national mutual recognition legislation that facilitates the movement of labour between jurisdictions by recognising that qualifications/licences obtained in one jurisdiction can be transferred to another.  These people undertake their taxi driver training in a jurisdiction where the training requirements are less stringent and then immediately return to their home jurisdiction and apply for a taxi driver licence under the mutual recognition provisions. 

In recognition of this fact, a national training framework and core taxi driver training competencies have been recently developed and endorsed by Australian Transport Ministers.  Key features include:

· a mandatory eligibility requirement for an applicant to have held an Australian drivers licence for a minimum of 12 months;
· a minimum age of 20 years for a taxi driver;

· passing a English language proficiency assessment provided by an accredited assessor;

· successful completion of a training course containing the new 8 national core taxi driver competency units;
· training to be provided by a Registered Training Organisation.

The national peak taxi industry body, the Australian Taxi Industry Association has indicated support for the national approach.

The national training scheme will not address specific jurisdictional training requirements (relating to differences in regulatory arrangements, local network rules, tariff structures, road routes and different booking and communication systems).  This concern has been discussed at the national level between taxi regulators and the taxi industry and it has been agreed that each jurisdiction will implement some requirement for local training to ensure that drivers are adequately trained for local conditions.  
Further development of a local refresher driver training course and a course directed at potential taxi operators may be considered for implementation at some time in the future.

In regard to WAT operations, an additional training component is included which aims to provide operators and drivers with an understanding of WAT client needs and rights. The drivers must be assessed as meeting several competencies of an RTA approved training course before they can obtain a public vehicle licence.  

The approved training course consists of both theory and a practical assessment.  Drivers must also undergo additional training to obtain the skills and knowledge required to operate a WAT.  The WAT component of the course includes pre-operational checks of the vehicle and its ancillary equipment, loading, unloading and securing passengers and manoeuvring the vehicle with due consideration of the passenger’s disability. 

Q 120 - What level of training is presently provided to new and current taxi operators and drivers in responding to the needs of the elderly and people with disabilities?

Q 121 - Should any training regime require refresher/ongoing training?

Q 122 - Provided the more stringent proposed national requirements in regard to obtaining taxi driver competencies are introduced, is there a need to do anything further to address driver standards?
10
Regulatory arrangements – Existing and possible changes

Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to this issue.  These comments have not been verified for accuracy.

· Adopt a model where industry is able to deal more directly with decision makers and assume certain delegated functions.  Areas of involvement include: complaints handling;  WAT services;  advice to government on policy;  taxi release modelling;  fare determinations.  
· Regulatory structure ok, but because different stakeholders in industry are in conflict, it makes their regulation more difficult.

· Aerial proposes delegating a measure of self-regulation (Command and Control model) Anticipates improvements in service standards and savings to industry.

· To achieve certainty around availability of taxis, regulations may be required to change the way taxi networks regulate and operate their members. 

· More input from Government to maintain and monitor the Taxi industry standards.  The roles and responsibilities of the various parties need to be clarified and understood by the entities.
· Govt should ensure offloading by Networks.

· Review the effectiveness of the regulatory response and if there are any legislative impediments which restrict innovation and opportunity for the industry.

· Conduct annual independent reviews on how, when and why (or why not) the Department responds to breaches.

· Consider network companies as possible service providers to operators for applying operating standards, rules, etc. Adopt effective policing of network companies for compliance with operational standards. 

· Establish a permanent reference group of stakeholders representatives that meet regularly (quarterly/ biannually) to discuss issues.  

10.1
Road Transport Authority (RTA) role

Section 5 of the Road Transport (Public Passenger Services) Act 2001 sets out the functions of the RTA concerning public passenger services in the ACT.  The major functions under section 5 relevant to this review include:
· Administration of accreditation scheme of operators of taxi networks;

· Administration of licensing schemes for the licensing of taxis;

· Administration of demand responsive service authorisations

· Keeping registers of accreditations, licences and demand responsive service authorisations
The RTA may take disciplinary action against taxi service network providers and operators for breaches of accreditation or licensing requirements, including failure to meet the MSS.  For example, disciplinary actions could include a monetary penalty, suspension or cancellation of the taxi licence or operator accreditation or imposition of a condition on the taxi licence or operator accreditation.
Provisions relating to taxi driver responsibilities are set out in Part 4.3 of the Road Transport (Public Passenger Services) Regulation 2002.  Drivers are not accredited in the same way that taxi networks and operators are.  Where a taxi driver commits an offence against the regulation disciplinary action against a driver may be taken by the taxi network if the breach is relatively minor.  Where a breach is serious in nature, going to the suitability of a driver to drive a public passenger vehicle, the RTA can take action including removing the driver’s right to drive a taxi ie. removal of the ‘T’ endorsement on the driver licence.  Guidelines made under the Road Transport (Driver Licensing) Regulation 2000 set out principles to be applied by the RTA in considering the suitability of a person to continue to hold a taxi licence.
10.2
Taxi Industry - Effectiveness in dealing with breaches, complaints, etc
Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to this issue.  These comments have not been verified for accuracy.

· Establish a Taxi Directorate to be the public face of the industry.

· Need to address operators/drivers who breach, escaping punishment by switching Networks  - their licence to operate/drive a taxi should be revoked.

· A simple and easily understood framework/dot point duty statement should be devised for drivers and operators so they have a clear idea of their responsibilities and associated penalty where there is a breach of duty.
· No proper avenue to follow up issues with major network - Drivers and operators want more transparency. 
· The relationship between the taxi association, network companies and operators/drivers should be reviewed as well as structures to create transparency in the industry and reduce opportunities for micro-corruption.

· Taxi users need to be educated on the complaints process.
The ACT Human Rights Act 2004 (HRA), ACT Human Rights Commission Act 2005, ACT Discrimination Act 1991, ACT Disability Services Act 2002, and Commonwealth Disability Discrimination Act 1992 (DDA) enable people to make complaints in relation to:

· accessing a disability specific service, such as WATS, when that service does not meet the applicable standards or

· where the provision of a services might be discriminatory.  Discrimination complaints can also be made in relation to taxis other than WATS and can include unlawful discrimination against people with disabilities, such as not picking up those with vision impairments because they have an assistance animal.

The ACT Human Rights Commission takes complaints of both types.  Complaints to the ACT Human Rights Commission are made under the ACT Human Rights Commission Act 2005.  Complaints in relation to disability services are made to the Disability and Community Services Commissioner and discrimination complaints under the ACT Discrimination Act are made to the ACT Human Rights and Discrimination Commissioner.  Complaints under the DDA are made to the Australian Human Rights Commission in Sydney. 

The Federal DDA requires a test of ‘less favourable’ treatment in order to establish discrimination.  The ACT Discrimination Act requires only that the complaint was treated ‘unfavourably’ – that is, there is no comparison of how the person was treated in relation to others.  This is known as the ‘comparator test’ in the DDA.  The ACT Discrimination Act also has a greater coverage of attributes than the Federal legislative regime.  Protected attributes are those personal characteristics that the law makes it unlawful to use to discriminate against people in public life. These include race, disability or gender.

The provision of WATs is specifically for people with disability and so comes under the jurisdiction of the ACT Disability and Community Services Commissioner. The Human Rights Commission Act enables service users to make complaints to the Disability and Community Services Commissioner regarding this service and / or if the service has not acted consistently with generally accepted standards of service delivery and the Disability Services Act 1991.

Service providers have an express obligation under the DDA to provide reasonable adjustment for people with a disability. A similar obligation is implied under the ACT Discrimination Act.

The role and responsibilities of taxi networks are set out in Part 4.1of the Road Transport (Public Passenger Services) Regulation 2002.  The minimum standards for the operation of a taxi network are contained in the MSS made under the regulation.  
The key aspects of the MSS in relation to network requirements include:

· provision of network services to affiliated taxi operators;
· train taxi drivers in the use of the network’s equipment and relevant public safety and occupational health and safety laws;

· monitor the safety of taxi drivers;

· provide a booking service to the public 24 hours per day, 7 days per week;
· meet or exceed the prescribed waiting times for booked services;

· meet the minimum service standards for WATs;

· establish arrangements for: disciplining operators and drivers who breach requirements;  processing TSS vouchers and payments;  dealing with customer enquiries and complaints;  handling lost property.
Aerial has proposed an accreditation and reporting model based on service delivery that would provide a level of self-regulation which it believes would improve regulatory effectiveness and realise cost savings to the taxi industry.  It would involve delegation of responsibility to the networks for enforcing some requirements set out in regulation, such as handling lost property, air-conditioning of taxis, network decals and livery, taxi uniforms, operator non-compliance notices, dress and conduct of taxi drivers, accepting a taxi hiring, WAT training, retraining and training exemptions, accreditation of taxi operators and operator service standards.

Under this model, the RTA would retain the primary role for matters that would create a market, support industry self-regulation and effectiveness, and promote customer safety.  For example, the RTA would continue to control the setting of fares, release of taxi plates, network licensing and accreditation, taxi driver licensing, vehicle road worthiness and operator/driver training school accreditation.
More detailed information is needed on the perceived benefits of Aerial’s proposal, particularly in relation to sanctions and appeal rights where disciplinary action is taken for breaches.
Q 123 - What are the pros and cons of the RTA delegating responsibility to networks for ensuring compliance with standards relating to quality of service matters mentioned above?

Q 124 - How would the proposed model help in developing a culture of compliance with regulatory requirements within the taxi industry?
Q 125 - What options are available to networks to address the concerns of some drivers and operators who would like to see more transparency in their relationships with the networks, eg. processes in regard to allocation of booked jobs?
Q 126 - What would be an appropriate model for stakeholder forums to discuss taxi industry issues?
To date it is believed that there has been network reluctance to apply sanctions against drivers or operators who misbehave.  A reason for this reluctance is possibly to do with the fact that operators are also members of a network and greater weight is given to maintaining a business relationship with members over disciplinary action which may upset this relationship with adverse impacts on network revenue through loss of membership subscriptions.

Another example where a strong conflict of interest arises is in a situation where a network provider, who is also a taxi licence operator, is required to enforce a requirement on a driver of their taxi but to do so may result in reduced revenue.  For example, a booking for a WAT is received by the network provider/taxi operator but the driver of the WAT refuses to service the booking, preferring to operate the WAT as a standard taxi and threatens to quit if forced to do so.  

Q 127 - What strategies are needed to eliminate such conflicts of interest?

The Accessible Public Transport in the ACT – Action Plan 2009-2012 highlighted that there was a lack of awareness of complaint mechanisms available to raise issues of concern.  (refer Barrier 6 – pg 26 of the Action Plan)
The new Action Plan calls for existing mechanisms to be promoted and simplified to enable people to know how and where they can make complaints.  Proposed actions to review and upgrade complaint mechanisms include:
· alternative formats for presenting complaint mechanisms;
· policies about complaints handling e.g. time frames for responses;
· responses to complaints, eg negative taxi network staff attitude;
· public transport service and infrastructure providers to promote ‘Complaint and Compliment’ mechanisms.
Aerial has stated that dealing with complaints is a costly exercise and would like the complaints process reviewed, with a view to ‘de-politicising’ complaints or categorising complaints as valid or spurious.  It claims that many of the complaints relate to customer issues for which the industry cannot provide a service solution. 
Q 128 - Will the proposed actions set out in the Accessible Public Transport in the ACT – Action Plan 2009-2012 fully address the concerns regarding the process for dealing with complaints arising from the taxi industry?
Q 129 - If not, what other options would be necessary to address the process for dealing with complaints about matters related to the taxi industry?
10.3
Creation of a Taxi Directorate 

The CTIA has suggested the creation of a Taxi Directorate that would be the public face of the taxi industry.  Under the auspices of the Directorate, greater focus and timeliness would be applied to taxi related issues which would avert the need for frequent time consuming reviews every few years.
Q 130 - Is there a taxi regulator arrangement in place elsewhere that could be considered as an appropriate model for adoption in the ACT?
11
Other Issues
11.1
Government expenditure

11.1.1
Provision of Taxi Ranks and Pickup/Drop off Points
Claims have been made that there are insufficient taxi ranks especially outside hotels and major buildings.  It is suggested that more ranks would improve taxi services as at the moment drivers are reluctant to respond to phone bookings at large gatherings for fear that passengers will not be at the booked location when they arrive eg. event attendees book individual cabs to a common destination such as the airport, then end up sharing the first cab to arrive, leaving subsequent cabs to experience a ‘no show’.  It is also claimed that a rank provides surety of availability of a taxi for the client and surety of a fare for the driver.  Protection from the weather, eg installation of shelters, also needs to be considered in the construction of taxi ranks.
The RTA, in determining whether a taxi rank is warranted in a particular area, will consult with businesses in the vicinity and discuss location and vehicle access issues with the taxi industry.  It is noted that three new taxi ranks are presently in the process of being installed.  Two are located in the CBD, one on Moore Street and one on Farrell Place, and the other on Dennison St, in Deakin.
Q 131 - What data is available to the taxi industry or interested businesses to support claims that a particular location is deserving of having a taxi rank?
It is also claimed that the lack of taxi pickup/drop off points within the CBD area result in unsatisfactory and dangerous situations because taxis are forced to block traffic to offload or pick up taxi patrons.

Q 132 - What information is the taxi industry able to provide to support the call for more taxi pickup/drop off points to be installed in the CBD?
11.1.2
Taxi Subsidy Scheme (TSS)
Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to this issue.  These comments have not been verified for accuracy.
· The eligibility criteria should be reviewed as the scheme favours wheelchair uses with a 75% discount, while other equally reliant on taxis receive 50%.
· Provide for subsidy based on a particular journey rather than arbitrary capped $ amount and adjust the subsidy in line with CPI.
· Harmonise closely with those in other jurisdictions especially NSW.
· Cabxpress supports the Review examining ‘best practice’ interstate and cites the Victorian Multi Purpose Taxi Program as an example. [Details available at www.taxi.vic.gov.au].
· Although taxi fares have increased over recent years, the TSS subsidy has not – this lack of parity means vouchers are meeting less of the cost of an average journey than in the past.  This inequity, plus alignment with CPI should be addressed.
· A reduction in the turnaround time for DHCS to process TSS claims would be appreciated.

· Taxi networks should be compensated (administrative fee) for their part in processing TSS claims.

The Taxi Subsidy Scheme, (TSS) which is administered by the Department of Housing and Community Services (DHCS), assists people who have a severe disability that prevents them using bus based public transport.  The scheme provides a subsidy towards the cost of taxi transport. Travel can be by regular taxi or a wheelchair accessible taxi where required.  

To be eligible for the scheme, applicants must be a permanent resident of the ACT, have a severe disability that prevents them using bus based public transport and must not be a member of an Interstate Taxi Subsidy Scheme.  The scheme currently involves issuing books of paper vouchers for use by members which are cumbersome to process for the users, taxi drivers and networks.  
Vouchers are issued to approved members of the scheme, and are used towards the partial cost of the taxi fare.  There are two categories of taxi subsidies, either a 50% or a 75% voucher which is based on the severity of the disability.  

Depending upon whether the person has a permanent or time limited disability, eligible applicants will be granted either general access (of at least three years) or temporary access (for a limited period of between 6months and three years). 

For the purposes of the scheme a severe disability includes the following: 

a. Severe mobility disability; 

b. Legal blindness, as defined for social security purposes; 

c. Severe vision impairment; 

d. Cognitive/intellectual/severe psychiatric disability;  and
e. Severe and uncontrolled epilepsy.

In most cases, a 50% taxi subsidy voucher is given to people who are able to use a standard taxi however the 75% voucher is always issued for wheelchair dependent people.  Only the member whose name appears on the voucher may use the vouchers. 

Members approved for the 50% subsidy are eligible for a maximum subsidy of up to $17.00 per trip.  Members approved for the 75% subsidy are eligible for a maximum subsidy of up to $26.00 per trip.  The 75% subsidy voucher also attracts an additional loading and unloading lift fee of $12.40 paid by the Government.  This is paid to the driver after they submit the voucher to the taxi network which then claims the money from DHCS.  Members can use their vouchers interstate and all voucher usage is audited.  Interstate vouchers are accepted for use in ACT taxis.
Territory and Municipal Services also fund an expansion of the lift fee program, under which WAT drivers are paid $12.40 for lifting a wheelchair for hirings recorded with the network and for which a Taxi Subsidy Scheme voucher is not used.  This initiative provides a subsidy to TSS members, as the waiting time fee on the taxi meter cannot be charged while the wheelchair is being lifted and makes WAT services more sustainable for users and drivers.
The ACT scheme provides 126 vouchers per year, which equates to a maximum of between $2,142 and $4,772 (depending on the level of membership).  This does not include additional vouchers allocated for specific purposes. 
Interstate comparison

NSW, Qld, Tasmania and WA have no cap on the maximum subsidy per year. Victoria has no cap for wheelchair users or members who are legally blind, or have severe/permanent disability, dementia or intellectual disability.
Northern Territory has a maximum subsidy of between $210 and $1785 per annum, depending on the person’s category of membership.

SA has a maximum allocation of 160 vouchers and between $3,200 and $4,800 per year, depending on whether the member uses a wheelchair.

Victoria [Multi Purpose Taxi Program] and WA each provide two levels of subsidy – 50% for people who can travel in an ordinary taxi and 75% for people in wheelchairs who require a wheelchair accessible taxi.  All other jurisdictions provide a 50% subsidy only. 

The maximum subsidy per fare across other jurisdictions ranges from $25.00 in WA (for both 50% and 75% members) to $60.00 in Victoria.  NSW pays up to $30.00 with a “lift fee” of $8.47.
It should be noted, however, that the maximum subsidy per fare needs to be considered within the context of annual caps.  For example, the subsidy per fare in the Northern Territory is not capped, however, the annual cap varies from $210 to $1,785, depending on the person’s category of membership. 
Q 133 – How frequently should the TSS subsidy level be reviewed and what methodology would be appropriate for such an exercise?

Q 134 - Are there particular aspects of taxi subsidy schemes operating in other jurisdictions which could be considered for adoption in the ACT?

Cabxpress has indicated that it would like to see the turnaround time in processing TSS vouchers by DHCS (verification) and TAMS (payment) reduced.  Advice to the RTA is that the processing of TSS vouchers is given high priority by both agencies and that a turnaround time of less than 2 weeks is the norm.  The RTA is advised that there are instances when vouchers presented by the taxi network to DHCS for processing are quite dated or have mistakes which necessitate the vouchers being returned to the network for correction.  Obviously, if the overall turnaround time is to be improved, then there is an onus on all parties to undertake their part in the process as expeditiously and as conscientiously as possible.
As discussed in Section 9.1, streamlining the Taxi Subsidy Scheme (TSS) by replacing the paper voucher payment system with an electronic payment system, such as a smart card system, would speed up payments to the taxi networks as well as delivering other benefits, such as reducing opportunities for fraud and a more user-friendly mechanism for clients.

It has also been suggested by Cabxpress and the CTIA that an ‘administrative fee’ should be paid by the Government to compensate taxi networks for their part in processing TSS vouches.  
Part 9 of the Taxi Network MSS requires the taxi networks to process TSS payments in accordance with DHCS rules.  This activity can be viewed a taxi network infrastructure cost and part of the cost of doing business.

In any consideration of whether it would be appropriate for an administrative fee to be paid, it would be necessary to establish the level of effort involved and cost incurred by the networks.  It would also be necessary for parties to agree on a standard of service for processing the vouchers.  One way to ensure certainty of arrangements would be to establish a Service Level Agreement which would set out the responsibilities of parties to the agreement and details as to quality assurance such timeliness, accuracy, reporting, etc.  
Q 135 - What information can taxi networks provide to support the proposition that they should be compensated for their part in processing TSS claims?

Q 136 - Would a Service Level Agreement enhance the TSS reimbursement process?
11.2
NSW/ACT Cross border arrangement 
Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to this issue.  These comments have not been verified for accuracy.

· The Cross-border arrangement limitation to the Queanbeyan area needs review with the view of allowing nearby NSW towns the opportunity to operate in the ACT market.

· The Cross-border arrangement – the differences in fares, insurance costs and different taxi operator accreditation requirements are significant market impediment to ACT taxi operators/networks.

The present NSW/ACT cross-border taxi arrangement allows Queanbeyan taxis to operate in the ACT and ACT taxis to operate within the local government area of Queanbeyan.
The arrangement came about essentially to overcome the issue of airport passenger arrivals not being able to access an ACT taxi to transport them to Queanbeyan and vacant Queanbeyan taxis having to return to Queanbeyan empty after dropping off passengers at the airport rather than being able to convey waiting passengers to their destination.
The Bungendore taxi service is interested in becoming part of the cross border arrangement, but is not eligible as its service is not included in the local government area of Queanbeyan.  
The RTA’s view is that the Bungendore taxi service is operating under a NSW taxi licence and is subject to the conditions that have been applied to that licence, which is believed to require that it deliver and pick up pre-booked passengers from NSW to the airport and return.  In essence, the service can not stand for rank work at the airport.

It is considered that any proposals to change the licence conditions would need to be raised with the NSW Ministry of Transport in the first instance.
Q 137 - What are the issues to be considered in extending the cross-border arrangement to include the Bungendore taxi service?
Aerial contends that there are a number of issues associated with the cross border arrangement, particularly differences in fares, insurance costs and different operator accreditation requirements are significant market impediments and hinder effective delivery of their taxi service.  
It is understood that Aerial considers the Queanbeyan/Canberra region to be a common market place where taxis operate in both jurisdictions.  However, NSW operators have lower overhead costs, eg cheaper vehicle registration, insurance and  training costs, and have higher taxi hire rates.  These differences are considered to place the ACT taxi operator at a competitive disadvantage, which Aerial would like to have remedied.  In addition, it considers the requirement for taxi operators and drivers to be aware of the differing requirements that apply in the ACT and NSW to be a ‘red tape’ burden on these parties and would like to see uniform arrangements put in place.
Q 138 - To what extent do the differences in NSW/ACT taxi fares, registration and insurance costs and driver training requirements disadvantage ACT taxi industry stakeholders?

Q 139 - Do these differences negatively impact on the level of service the ACT taxi industry can deliver to taxi patrons?
Q 140 - What are the pros and cons in harmonising the ACT fare structure with the NSW Queanbeyan/country structure?

11.3
Priority booking system
Presently people who pre-book a taxi have the belief that their booking, once accepted by the network, guarantees the arrival of a taxi at the booked time or takes precedence over any subsequent booking for a taxi at the same time.  However, the networks have advised that this is not the case.  Despite the MSS requiring networks to ‘ensure that all hirings, apart from hirings for people in wheelchairs, are ordinarily treated on a sequential basis with no prejudice’, in the case of Aerial, bookings are entered into its job dispatch system 40 minutes before the pick up time and drivers are advised of the job 7 minutes before the booked time. For Cabxpress, the booking is logged in the system 30 minutes before the pick up time and drivers are advised of the job 10 minutes before the booked time.  This means that no priority is given to pre-booked hirings.
Q 141 - What network system changes are required to give priority to a person who books a taxi days in advance of the required pick-up time over a person who makes a booking much closer to the pick-up time?
Q 142 – Should a priority booking system have the flexibility to enable a new booking to ‘jump the queue’ where such action may to necessary to address some urgency associated with the new booking?

Q 143 – What are the pros and cons of having a priority booking system?

11.4
Advance taxi bookings for restaurants

Below is a comment received on the publicly circulated draft terms of reference in relation to this issue.  The comment has not been verified for accuracy.

· Examine the negative impact on Canberra’s reputation as a meeting venue caused by taxi network booking policy not to take advance bookings for restaurants.
Restaurants are often used as venues for meetings and conferences and in most cases these events run to pre arranged times.  Meeting participants generally need to travel to the airport or other appointments after the close of meetings and rely on taxi transport to deliver them to their destinations on time.  
A policy of not taking advance taxi booking for restaurants would create frustration and unnecessary worry due to the lack of certainty surrounding the availability of suitable timely transport.  This would create negative views of the taxi industry and the general reliability of appropriate public transport to service the needs of the business community.  This in turn would create a negative view of Canberra’s suitability to host significant conferences and business meetings.
The CTIA has disputed that there is such a policy in place, and without substantiation, has suggested that the matter should be viewed as a one-off or ad hoc occurrence. 

Q 144 - What can be done to improve certainty of taxi transport for participants at conferences/meetings hosted in restaurants?
Q 145 - Would it be appropriate for people who have planes to catch to be given a high priority (ability to jump the queue) within the taxi booking system?

11.5
Clearance of vehicle defects
Below is a brief summary of comments received on the publicly circulated draft terms of reference in relation to this issue.  These comments have not been verified for accuracy.

· Why is a full vehicle inspection required just to clear minor defect?– results in the cab being off the road and loss of income for the driver and operator.
· Full vehicle inspections are carried out when clearing a defect.  The inspection report should be able to be used for renewal if rego falls due within say 6 weeks – this will ensure that WATs are available, rather than off the road having the same inspection in so short a time period.
Experience has shown that taxis that are referred to the motor registry for a full inspection to clear a defect often have other significant defects subsequently identified through the inspection process.  

The safety of taxi drivers and passengers is an RTA priority and therefore requires adequate measures to ensure the road worthiness of taxis.  Given the defect inspection outcomes mentioned above, the policy surrounding the clearance of defects the RTA maintains is appropriate.

Where a taxi passes a full inspection conducted to clear a defect and the inspection date is near the registration renewal date of the taxi, the inspection report is valid for renewal purposes provided the new registration period applied for does not exceed the date of the last inspection report by more than 13 months.
Q 146 - Should the current requirement for a full vehicle inspection when clearing a taxi defect be maintained?

11.6
Child Restraints

Below is a brief summary of comments received in relation to this issue.  These comments have not been verified for accuracy.

· Currently a person travelling with a small child faces the choice of waiting a (likely) very long time for a taxi with a child seat/baby capsule or nursing that child in a moving vehicle.  Given the higher propensity for taxis to be involved in road accidents, this is a very worrying situation.  Improving the situation with more taxis carrying child restraints will reduce the chance of a tragedy.
Although taxis are required to have bolts installed for the fitting of child restraints, they are not required to carry child restraints such as baby capsules or booster seats.  However, there is a requirement on taxi networks under the Taxi Network MSS, that adequate arrangements are in place to provide taxis equipped with baby capsules and child restraints when requested by a customer.

· Aerial has baby capsules stored at the Canberra Airport and their call centre available 24 hours per day for a customer booking requiring the capsule.  Approximately 10% of the Aerial fleet offer the baby capsule service – a fee of $4.50 applies.
· Cabxpress encourages taxis to keep baby capsules – for taxi sedans, the capsules are kept in the roof signs and within the cabin in the larger transit vans and commuter bus.  Although a number of baby capsules are stored a various locations across Canberra for drivers to access, taxis equipped with baby capsules are given priority for bookings requiring this equipment.

New national child restraint laws will commence in the ACT on 15 March 2010, with a transitional period of twelve months.  The laws are part of nationally consistent road law developed by the National Transport Commission.  However, as under the current road rules, taxi operations will be exempt from the new child restraint requirements.
Q 147 – What would encourage a greater number of taxi operators/drivers to provide child restraint services as part of their operation?

11.7
Taxi Appearance 
The CTIA has called for consideration to be given to uniformity in presentation of taxis.  In particular, the colour of the vehicle paintwork, livery and advertising that can be displayed.
Q 148 - What are the pros and cons of requiring taxis to have uniform vehicle colour, livery, advertising displays, etc? 

11.8
Taxi Industry Involvement in Canberra Planning Processes
The CTIA considers that the taxi industry needs to be included in the city planning processes to ensure that as the city expands adequate representation and/or provisioning is provided to ensure the requirements of the taxi industry and the taxi using public are considered.  It considers that this has not happened of late with recent city developments and it is now difficult for taxis to service certain parts of the City and the town centres. 

Q 149 - What arrangements need to be put in place to ensure that there is timely consultation and taxi industry representation prior to major public and private enterprise works being undertaken? 

11.9
Transport Needs of Large Public Events 
The CTIA sees value in the establishment of a committee that takes responsibility for identifying major tourist and festival events and other ad hoc occasions that require the transportation of large numbers of people (eg Canberra festival, NGA displays, etc).  The committee would provide advice to transport providers of the pending event and the likely level of demand for transport services so that bus companies and taxi networks and taxi operators are able to plan to meet the increased demand for their services.  It also proposes that the committee would have a role in oversighting the transport response.
Q 150 - What support is there from stakeholders for the above proposal?
Appendix 1
ACT Taxi Industry Review - Draft Terms of Reference
Review Tasks

The review process will require critical analysis of current arrangements, suggested alternative models, including models which have been implemented elsewhere to understand the impacts of various models on:

· competition and performance (ie levels of service);

· operator viability;

· Government expenditure; and

· Regulatory effectiveness.

Key issues for review

In particular, the following issues need to be examined:

a.  The supply of taxis (standard and WATs) – should there continue to be caps on licence numbers and, if so, what should determine/trigger the release of additional licences (there is no method for this at present);

b.  The cost of taxis (standard and WATs) – current annual licence fees have not changed since licences were originally issued (among other things, this impacts on lease fees payable to owners of perpetual licences);

c.  “Renewal” of standard licences leased from Government.  Licences are issued for 6 years (first of these expires in 2012).  Legislation currently expressly prevents renewal of standard leased licences but allows renewal of WAT licences; 

d.  Performance measures for standard taxis and WATs – are current measures appropriate (are they measuring the right aspects of performance and capable of being audited);

e.  Changes to regulatory arrangements/Government initiatives which would improve WAT performance (eg requirement for operator/drivers; limiting proportion of fleet controlled by individual operators; funding an independent booking service for WATs; subsidising cost of larger WATs; mandating WATs only work for certain periods/or rostering this); and

f.  Whether current structure of industry impedes effective regulatory response to breaches.

Methodology 

1. Develop base level information of the current taxi service operation
· Advise the taxi industry, business sector, disability groups and MLAs of an intention to review the taxi industry operations and invite comment on the draft terms of reference for the review;
· Gather detailed information on the current performance of the ACT Taxi industry
[ performance data, complaints, benchmarking];

· Develop a draft Issues Paper on the scope of the review, incorporating stakeholder feedback and information obtained from the above exercise;

· After ministerial endorsement, publicly release the Issues Paper inviting formal submissions;

· From submissions, identify possible models for a preferred regulatory framework for the short to medium term and the longer term;
· Conduct financial analysis of current network operations with particular emphasis on viability of current arrangements; [include network, operator, and driver].
2. Explore possible options for a preferred regulatory framework model

· Review interstate arrangements, including regulatory framework and taxi industry operations; [Identify what works well and possible adoption];
· Identify possible regulatory models for consideration which address short/medium term issues and long term issues; 

· Conduct financial analysis and legal implications of preferred models for consideration.
3. Develop preferred model options 

· Develop possible models for consultation;
· Conduct a stakeholder workshop for review/feedback on model options;
· Based on stakeholder workshop feedback, refine viable model options.

4. Government Endorsement

· Prepare a report for Government consideration setting out key recommendations for change.
Appendix 2

Chronology of Actions to Address Taxi Issues – 2000 - 2009

	Date
	Action

	1999/2000 
	National Competition Policy Review of ACT Taxi and Hire Car Legislation.



	2001-2002
	Release of 20 additional Wheelchair Accessible Taxi licences.



	2002
	Implementation of legislation providing requirements for taxi operator accreditation and taxi network accreditation.

Introduction of standards for security cameras in taxis, taximeter standards and taxi network performance standards.

Introduction of cross border taxi arrangements which allow Canberra and Queanbeyan taxis to provide seamless services in the Canberra / Queanbeyan region.
Independent Competition and Regulatory Commission (ICRC) Review of the Future Direction of the ACT Taxi and Hire Car Industry.  



	2003
	Introduction of the Road Transport (Public Passenger Services) Amendment Bill 2003, giving effect to 2002 Government Response to ICRC review of taxi and hire car industry.

Government Submission to Standing Committee on Planning and Environment Inquiry into Road Transport (Public Passenger Services) Amendment Bill 2003.

Introduction of a “lift fee” for wheelchair accessible taxi hirings.


	2005
	Introduction and implementation of legislation providing for demand responsive transport services.

Wheelchair Accessible Taxis Reference Group established by Minister for Urban Services; recommended subsidy for micro-management of wheelchair hirings and expansion of the lift fee program.

Development of new taxi licence release program focusing on release of licences leased from Government (ie no more perpetual licences).



	2006
	Introduction and implementation of legislation providing for non-transferable taxi licences.  Six year licences leased from Government. 

Release of 20 new leased taxi licences.



	2007
	Accreditation of new taxi network, Cabxpress.

Release of 20 new leased taxi licences.

Release of 12 previously surrendered wheelchair accessible taxi licences.

Amendment to taxi fares schedule to allow vehicles with seating for 5 (rather than 6) passengers to be ‘high occupancy taxis’.



	2008
	Commencement of Nightlink Taxi service.

Release of 50 new leased licences announced.  Ballots held in May 08 and Oct 08.

Introduced new fare rate for HOTS carrying 8 passengers or more.

Provided financial incentives for WAT drivers to work over Christmas at times when it is difficult to attract drivers.

Consultation on legislative amendments relating to taxi operation



	2009
	Investigation of viability and continuance of Nightlink scheme, including a new fare structure.  [The Nightlink scheme was subsequently discontinued in Dec 09].



Appendix 3 

State Comparison of Number of Plate types – Aug 2009

	Metro Taxis – plate type
	WA

(Perth)
	ACT

(Canberra)
	NSW

(Sydney)
	VIC

(Melbourne)
	QLD

(Brisbane)
	SA

(Adelaide)
	TAS

(Hobart)
	NT

(Darwin)

	Conventional  / Standard Taxis
	1414
	307
	4419
	3161
	1557
	950
	233
	101

	Wheelchair Accessible Taxis
	94
	26
	510
	259
	310
	89
	28
	28

	Area Restricted Taxis
	29
	NIL
	13
	NIL
	NA
	NA
	NA
	NA

	Time Restricted Taxis (Peak Period)
	312
	NIL
	268 (Night Time)
	600 (Peak Service Taxis)
	NA
	NA
	NA
	NA

	Total
	1849
	333
	5210
	4020
	1867
	1039
	261
	129

	Population (metro) as at* June 2008 (approx)
	1,600,000
	345,600
	4,400,000
	3,900,000
	1,950,000
	1,170,000
	213,000
	128,000

	Ratio:  number of standard/conventional taxis to population (ex peak service taxis)
	1:1109
	1:1125
	1:993
	1:1234
	1:1252
	1:1232
	1:914
	1:1267

	Ratio:  number of standard/conventional taxis to population (including  peak service taxis)
	1:912
	NA
	1:936
	1:1036
	NA
	NA
	NA
	NA

	Ratio: number of taxis to population includes WATS & Peak Service


	1:865
	1:1038
	1:845
	1:970
	1:1044
	1:1126
	1:816
	1:992

	Ratio: WATs to standard/conventional taxis
	1:15
	1:12
	1:9
	1:12
	1:5
	1:10.6
	1:8.3
	1:3.6

	Future Taxi Releases
	-
	No current release program
	
	200 conventional licences (24/7) (over 2009-10 & 2010-11)

330 WATS

(over 2009-10 & 2010-11)


	A review of the Brisbane Taxi Service area is currently underway for the release of additional licences
	May release some more plates in 2010  Unsure of number or type.


	Std taxi Licences: Additional 5% in each taxi area to be released annually.  WATS: Licences available on demand (no restriction on numbers)
	2 additional std and 2 additional WATS proposed for release in ballot – Nov 09


*Source for population figures: ABSJune 2008 and mccrindle research figures.

Appendix 4
Comparison of ACT and interstate urban taxi fares and charges

Single Hire Flagfall Rates:

Urban and Metro SHF Rates vary from jurisdiction to jurisdiction and within some jurisdictions they may vary depending on the time period, for example, Queensland uses a three tier flagfall system, the lowest rate applying in the daytime/early evening period.
The following table indicates the ACT single hire flagfall rate is higher than New South Wales, Victoria and Tasmania.  . It is also higher than the 
low- peak rates of Queensland, Western Australia South Australia and the Northern Territory.  It is only the high-peak rates of Queensland, Western Australia, South Australia and the Northern Territory that exceed the single hire flagfall rate of the ACT. 
Victoria, New South Wales and Tasmania utilise lower single hire flagfall rates, with New South Wales and Victoria applying a +20% increase during late hours.  Tasmania and the ACT, rather than a different flagfall rate for the late hours, use a higher per kilometre rate during this period. 
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Per Kilometre Rate (Daytime & Early Evening)

Information indicates that the ACT daytime and early evening per kilometre rate is the third highest of all jurisdictions. 
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Multiple Hiring Flagfall:

Multiple Hire Flagfall rates vary much in the same way that single hire flagfall rates do. However some jurisdictions opt not to utilise a multiple hire flagfall, namely South Australia and the Northern Territory. 
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Queensland uses a three tier flagfall system that does not vary between single and multiple hiring’s, and has the lowest daytime and early evening rate of all jurisdictions, followed by Victoria and New South Wales. Tasmania and the ACT have the second highest multi hiring flagfall, with WA having the highest.  WA also has a higher rate for the later hours (6pm – 6am).

Multi Hire per kilometre rate:

The table below presents the multi-hire per kilometre rate for daytime and early evening.  Queensland and Western Australia charge a flat rate per kilometre irrespective of time of day. Other jurisdictions have a higher multi hire per kilometre rate outside this period.
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High Occupancy Taxis Flagfall - 5+ Passengers

The table below shows that the ACT has the highest overall flagfall rate for high occupancy taxis.  The rate is set at the same level over the whole day. Queensland and South Australia do have comparable flagfall rates at peak hours only. 
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High Occupancy Taxis (5+ Passengers) per kilometre rate

Overall the ACT has the highest per kilometre rate for HOT 5+ passenger taxis. However, there are a number of variable factors used by other jurisdictions. 

NSW utilises a system where up to 150% of the maximum fares and charges (excluding tolls) may be charged if the maxi cab is pre-booked, or hired from a taxi zone or via a street hail and there are 6 or more passengers. In other situations where up to 5 passengers hail the cab, or it is pre-booked for WAT work, no more than the maximum fare may be charged. 
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Victoria charges an additional 20% between midnight and 5am to the normal per kilometre rate. Both the ACT and NT have higher late night peak rates with the ACT’s rate being the highest.  

Other jurisdictions include a variety of HOT vehicles ranging from 5 to 11 passenger capacity vehicles in this category.  However, the ACT has a special rate for HOT 8+ passenger vehicles which apply the same flagfall rate but a higher per kilometre rate than the 5+ passenger rate. [not shown in graph].
Waiting Time Rates

All the jurisdictions utilise a waiting time rate, unlike the ACT some jurisdictions utilise a second peak, or higher tariff rate depending on the time period. The ACT waiting time rate is marginally less than in NSW and higher than all other jurisdictions standard waiting time rates. The ACT waiting time rate is marginally under the Victorian Tariff 2 rate and higher than the South Australian Tariff 2 rate. Interestingly Western Australia has a special waiting time rate applicable to high occupancy taxis only which is substantially higher than normal taxi waiting time rates.
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Booking Fees

Booking fees are not utilised by all jurisdictions. The ACT does not apply a booking fee to taxi hiring. The following table shows the varying rate of booking fees which are applied in NSW, QLD, VIC and WA.
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Other surcharges and tolls.

Various surcharges apply in each jurisdiction. Some are unique to jurisdictions while others share similarities. Most jurisdictions have a $2.00 airport toll, although QLD, SA and NT appear not to apply such a toll.
Most jurisdictions have a maximum charge on standard taxi multi-hiring’s of no more than 75% of the fare per passenger. In the ACT, the kilometre rate is reduced to 75% of the standard kilometre rate and the fare to be paid is that which is displayed on the meter on arrival at one’s destination.  Vic and WA have surcharges on various public holidays. In WA it may be a flat fee, in VIC it is a 20% percentage on top of the standard fare.  Other jurisdictions utilise higher flagfall and/or per kilometre rates.

Appendix 5
WAT Support and Incentives – Interstate Comparison

	Jurisdiction
	Lift Fee Paid
	Financial Support to Drivers
	Financial Support to Networks
	Other Incentives

	NSW
	Yes

($8.47 inc GST)

Paid only to the driver
	No
	No
	Free licences issued in country areas and 

interest-free loans to buy or convert vehicles

$1,000 for licences in Sydney 

WAT driver training free for driver.  NSW Transport and Infrastructure meets this cost.



	Victoria
	Yes

$14.20 (CPI adjusted annually)

split 2/3 to driver 1/3 to operator.

$7.10 where wheelchair trip is done in conventional Country taxicab)
	No

(apart from lift fee)
	Yes

Performance based payment to Network of $5.10 per WAT booking
	Christmas day WAT retention program – $400 provided to driver/operator 

WAT Driver Training – free to driver, VTD pays RTO and pays drivers $80 out-of-pocket expenses on completion 

Country WAT Procurement Subsidy scheme – up to $44,000 available to country taxi operators for additional or replacement WAT.

MPTP program -  Unlimited annual cap for passenger in wheelchair, $60 trip cap

	South Australia
	No
	On-time bonus of $5 to drivers for bookings within specified times.

(31 mins)
	On-time bonus of $1 paid to booking service if met within 12 minutes

Direct payment of $3,300 per vehicle made to WAT networks to facilitate more efficient management of the WAT fleet.
	

	Tasmania
	Yes

($10-$16 depending on region)
	No
	No
	Licences available on application at no cost to eligible operators.  ie - must be accredited and have an approved vehicle



	Western Australia
	Yes - $7.00 pre job, plus an extra $3.00 pre job if it is taken through the Taxi Dispatch Service rather than as a private job. This extra $3.00 is paid as a total by the department at the end of the month.
	No
	No
	Pays the training costs of approximately 20 WAT drivers under Cadetship scheme

	Northern Territory
	Yes

($10)
	No
	No
	50% reduction in annual licence fee

	Queensland
	No
	No


	No
	

	ACT
	Yes

12.40

$25.00( 9pm – 6am and all day special days)
	No
	No
	Licence fees only $1,000 for dual and $3,000 for single WAT compared to $20,000 for a std taxi


* Wheelchair Accessible Taxis

Appendix 6
Acronyms/Abbreviations 
	ACCC
	Australian Competition and Consumer Commission

	
	

	CTIA
	Canberra Taxi Industry Association

	
	

	DDA
	Commonwealth Disability Discrimination Act 1992

	
	

	DHCS
	Department of Housing and Community Services

	
	

	HOT
	High Occupancy Taxi

	
	

	HRA
	ACT Human Rights Act 2004

	
	

	MSS
	Minimum Service Standards

	
	

	OECD
	Organisation for Economic Co-operation and Development

	
	

	RTA
	ACT Road Transport Authority

	
	

	TAMS
	Department of Territory and Municipal Services

	
	

	TSS
	Taxi Subsidy Scheme

	
	

	WAT
	Wheelchair Accessible Taxi

	
	


�








� A conditional taxi is a vehicle which is wheelchair accessible and must be able to carry at least 6 passengers but are not required to give priority to wheelchair hirings.





� The 2000 Freehills National Competition Policy Review of taxi and hire car legislation


� Input to the review and updating of the Accessible Public Transport Action Plan 2009-2012


� Canberra Airport, Preliminary Draft Master Plan, 2009


� Ibid


� Ibid


� Canberra Airport, Preliminary Draft Master Plan, 2009, Chp 8
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